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These are but a few of the questions 
which are studied by H& D Package 
Engineers when designing a ship- 
ping box. They have solved hun- 
dreds of shipping box problems for 
all manner of commodities—from 
alphabet blocks to zithers—each 
article a requirement unto itself. 


mm 

Seraees If you are open to new ideas in 

Corry ‘ 
more economical, safer, and better ve 
packaging, write for a copy of the 
H & D booklet,““How To Pack It.” 
Reading time is short, but idea 
value high. 


( | . THE HINDE & DAUCH PAPER CO. 
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Packers Station, Kansas City, Kansas Canadian 

Address: The Hinde & Dauch Paper Company of 

Canada, Ltd., King Street Subway and Hanna 
Avenue, Toronto 
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The National Freight Company |f 


G. W. Sheldon & Co se 


Judson Freight Forwarding Co. 


Offices in All Principal Cities 


“58 Years of Experience” 


SPEED 


possible speed at least possible cost. 


STANDARD 


Offices in all Principal Cities - 


Published weekly by 
second class matter 


THE TRAFFIC SERVICE CorpP., 418 
January 4, 1913, at the postoffice at Chi 











The product you sell must reach its destination with all 


For Speedy—Capable—Dependable service, put your 
less than carload shipments on a STANDARD basis. 


CARLOADING CORPORATION 


S. Market St., Chicago, Ill 
cago, Ill., under the Act of ) 


_ Entered as 
{arch 3, 1879. 
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Establish Your 


Own Factory 
In England 


Ma. 
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Easy to do... 
Eeonomieal 
to Operate 


Stop paying heavy customs duties... un- 
necessary Overseas transportation charges. 
American goods can be manufactured in 
England... factory sites are easily obtainable 
... Operation is exceptionally economical be- 
cause of the lower cost of British labor. 


Let L. M. S.—Britain’s largest railway 
system—show you how and why “British 
Made” American products reduce overhead 
and give you greater profits. 


L. M. S. offers a most unique and entirely free 
service to American business men who con- 
template manufacturing in England. Photo- 
graphs... plans... information as to power 
and water supply. Municipal rates .. . type 
of labor available. Also a complete listing 
of factories for sale or rent. 


Remember, American goods manufactured in 
Great Britain become British goods. Products 
bearing the stamp ‘“‘Made in England” reduce 
selling resistance not only in England but 
throughout the British Empire. 









London, Midland & Seottish 
Railway of G .B. 











{ LONDON, MIDLAND & SCOTTISH CORPORATION I 


GREAT BRITAIN Thomas A. Moffet, Vice President-Freight Traffic 





1 Broadway, New York City 
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On Full Train Loads— 
Or Smallest of L C L Shipments— 
Speed and Safety \ , 
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! 
Service to industries on the Belt Rail- 
way Co. of Chicago lines is of the 
utmost importance to us; their suc- 
cess is our success. Modern motive 
equipment means better service. Bet- 
ter service means more business for 
(the industries and we are geared 
accordingly. Consequently new cus- 
tomers, new occupants of our terri- 
tory, are constantly coming in to 
enjoy the “twenty-five trunk line” 
fast service—at Chicago rates. 





.B. R. C. delivers to—and receives 
from—every trunk line out of 
Chicago. 



























There are two universal L. C. L. 
freight stations, daily cars to all con- 
necting lines, and daily through cars 
to destinations. At Clearing there are 
modernized facilities for through 1 LM 
freight. Industrial locations on the SAV aie! 
Belt Railway of Chicago are a com- it 
bination of convenience to market, to 
distribution, manufacturing and 
sales centers, quick service to all 
parts of the country, and reasonably 
priced land, that cannot be found 
elsewhere. 


The BELT RAILWAY COMPANY 
of CHICAGO 


Industrial Department 


F. J. WASSON 
General Traffic and Industrial Manager 
Dearborn Station, Chicago 


J. H. BROWN 
Traffic and Industrial Manager 
Dearborn Station, Chicago 


Telephone Harrison 3684 
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GALVESTON—AMERICA’S PORT OF QUICKEST DISPATCH 
a NaI, 


(SALVE STON is equipped 


to handle any cargo—quickly—safely—economically 


“ —_ 
Motorized truck-trains speed the moving of shipments in Huge grain elevators give Galveston a capacity of over nine 
warehouses and on the wharves. million bushels. 


Modern facilities for loading sulphur, in shipment of wnich Showing the compact arrangement of tracks, warehouses and 
Galveston leads all ports. wharves for fast handling. 


Wharves are equipped with modern machinery for loading Interior of one of the modern concrete warehouses, floored 
cargoes direct from warehouses. and sprinkler-protected. 


Whatever your cargo, it can be handled quickly, safely and economically through the Port 
of Galveston. We invite correspondence about specific import and export problems. 


GALVESTON WHARF COMPANY 


Established 1854 
George Sealy, President GALVESTON, TEXAS, U. S. A. F. W. Parker, General Manager 
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MUNSON-McCORMICK LINE 


Regular Sailings 


East and Westbound 


Intercoastal 


rst 
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Sailings every 14 days. From 
Baltimore on alternate Satur- 
days from the Curtis Bay 
Terminal of the B & O Railroad; 
from Philadelphia on alternate 
Wednesdays from Pier 56 South 
Wharves of the Pennsylvania 
Railroad. Seven ships equipped 
with modern handling facilities. 


Complete Information 
from the nearest 
McCormick or Munson office 


In the East 


New York - 67 Wall St. 
Philadelphia Drexel Bldg. 
Pittsburgh 1923 Oliver Bldg. 
Baltimore - Keyser Bldg. 

Chicago - 111 W. Washington St. 
St. Louis - 418 Olive St. 


In the West 


Oakland a 
Los Angeles Steamship Company Seattle 
San Diego 215 Market St. 


Vancouver, B.C. San Francisco Astoria 
: DOUglas 2561 


Tacoma 
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Of the fifteen railroad lines entering 
Peoria, the Peoria and Pekin Union 
Railway Company, a terminal and 
switching line, is the connecting link 
used in the interchange of all the traffic 
between Eastern and Western lines and 
the greater portion of traffic between 
Northern and Southern lines passing 
through the Peoria gateway. 






Excellent 
icing 
facilities. 
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STRAIGHT BILL OF LADING 
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PEORIA AND PEKIN UNION RAILWAY 


Inquiries Solicited, Address E. F. STOCK, Traffic Manager, Union Station, Peoria, Ilinois 
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ROUTE BILL °¥ LADING 
via(P. &PU.Ry.)and Peorialil. 


Atchison, Topeka & Santa Fe Railway Co. 

Chicago & Alton Railroad Company 

Chicago & North Western Railway Co. 

Chicago, Burlington & Quincy Railroad Co. 

Chicago and Illinois Midland Ry. 

Chicage, Rock Island & Pacific Railway Company 
Cleveland, Cincinnati, Chicago & St. Louis Railway Cempany (P. & E.) 
Illinois Central Railroad Company 

Illinois Terminal Company 

Minneapolis & St. Louis Railroad Company 

New York, Chicago & St. L. R. R. Co. (L. E. & W. Dist.) 
Pennsylvania Railroad 

Peoria Terminal Company 

Tolede, Peoria & Western Railroad 


Postal card 
passing reports 
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promptly furnished 
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FASTER FREIGHT 
AND 


SMOOTHER TRAVEL 


nd Feo SO ORIN Was > ERE OUING, eTAEAGH AS EAE MAEA LTTE 


Hh 


ROUTE OF THE 


EMPIRE BUILDER For shipping or travel, Great Northern offers 
RB aesowecd . the most dependable service between St. Paul, 
Minneapolis, Duluth, Winnipeg, Spokane, 
Portland, Klamath Falls, Ore., Seattle, Tacoma 
and intermediate points. Through merchandise 
cars to and from the Pacific Northwest and 

intermediate points. 


GLACIER PARK OPENS JUNE 15 
MAKE YOUR RESERVATIONS EARLY 


GREAT NORTHERN RAILWAY 


Cc. W. Meldrum 


A. J. Dickinson P. H. Bumham H. H. Brown Asst. General Passenger 


Passenger Traffic Manager Western Traffic Manager General Traffic Manager + 
St. Paul, Minn. Seattle, Wash. St. Paul, Minn. Seattle Wash. 


H. G. Dow T. J. Shea 
Eastern Traffic Manager Asst. General Freight Agt. 
233 Broadway 105 W. Adams St., R. 620 

New York City, N. Y. Chicago, Ill 
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HUNDREDS 
OF MILES 


NEARER 
THE 
ORIENT 


hen TAME saved» 


MEANS DOLLARS TO EVERY SHIPPER 


When Oriental customers have bought and specified shipping date . . . when merchandise is waiting to 
be shipped, when you know what a demand . . . and a big demand is present in the Orient for mer- 
chandise that you have to sell . . . THAT’S WHEN TIME SAVED MEANS DOLLARS! 


To know of Seattle’s proximity to the Orient means to ship VIA SEATTLE. For there is much to be 
gained in speed and handling charges, as well as insurance. A week’s time saved enroute to the Orient 
is common when goods are shipped VIA SEATTLE. 


You should be interested in these facts, whether or not you now enjoy trade with that vast Oriental 
market. For some day you will. There are 500,000,000 people in the Orient who like American-made 
merchandise—one-half billion buyers, eaters, users of the things you have to sell. 


Free information regarding the modern $10,000,000 port facilities of 
Seattle, and the convenience of Seattle to the Orient, is yours for the ask- 
ing. Write Port of Seattle, Bell Street Terminal, Seattle, U. S. A. 


Note: Seattle is terminal point for six trans- 
continental railroads and 142 different steamship 
lines operating to all ports of the world. 
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SHORT ROUTE 
to 





SHIP VIA NEAREST AMERICAN PORT TO THE ORIENT 


EAR EERE 








SHIPPING 
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recently carried the first of 14 carloads 

of electrical transformers, each meas- 
uring 17 feet, 8 inches from top of rail to 
top of load, and 7 feet 6 inches in width 
at the top. In the same train was a lot 
shipment of carpet tacks—infinitesimal in 
size as compared with the transformers. 


A Norfolk and Western fast freight train 


This is typical of the great variety of 
commodities offered for shipment by rail, 
ranging from pins to piling, candy to coal, 
eggs to elevators, fish to furniture, lumber to 
livestock, sewing machines to structural steel 
-everything from “soup to nuts.” 

Such a vast miscellaneous tonnage re- 
quires an adequate quantity and variety of 
equipment, including box, tank, flat and live- 
stock cars; furniture and automobile cars; 


The Traffic World 


MAMMOTHS 


refrigerator cars for perishable products; 
various sizes of coal-carrying equipment and 
cars with cranes and derricks—all of which 
the Norfolk and Western Railway must keep 
in prime condition to carry on its ready- 
to-serve policy. 


Norfolk and Western. facilities include 
every time and labor-saving device; and 
practical tests are given to every new sug- 
gestion or development. At Norfolk, its 
port facilities; its huge coal and merchan- 
dise piers and warehouses offer all that 
modern ingenuity has contributed to prog- 
ress. Norfolk and Western motive power 
is notably abreast of present requirements 


—and its operating staff constantly strives 


for greater efficiency. 


So— whether you ship mice or mammoths— make a note now to discuss your shipping require- 
ments with the nearest Norfolk and Western Freight Traffic Department representative. 


NORFOLK AND WESTERN 
RAILWAY 


ROANOKE VIRGINIA 
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Southern Pacific 
Linesserve Louisiana, 
Texas, Arizona, New 
Mexico, California, 
Oregon, Nevada and 
Utah; the West Coast 
of Mexico; and with 
its Morgan Line, 
steamship lines be- 
tween New York and 
New Orleans, Gal- 
veston, Houston, and 
between Baltimore 
and Galveston con- 
necting with its 
Sunset Route, reach 
from Coast to Coast. 


One of the powerful engines in service for mountain duty. 


] CUTHERN PACIFIC is prepared to aid those interested in securing 
industrial sites or warehouses in cities served by its rails. It can 
also furnish complete information on marketing and manufacturing 
conditions and the resources of various districts. 


It is important for manufacturers to locate where tk.ey can obtain 
side tracks to receive and ship directly into cars at the factory. New 
manufacturing plants are constantly locating on Southern Pacific 
Lines. Our representative will be glad to call at your home or office 
to help you arrange your trip or freight shipment or to discuss in a 
constructive way your marketing problems in Southern Pacific 
territory. 


Southern Pacific 


You are cordially invited to use the facilities of our entire organization in any 
way we can serve you. Simply communicate with our representative nearest to you. 


Healey Bldg. Detroit Majestic Bldg. - be ae om Pass. Ticket Of. .531 Fifth Ave. at one 
Baltimore 209 Morris Bldg. Havana..........Pi Y Margall (antes Obispo) 46 OS eo Per 
Birmingham 502 Protective Life Bldg. Indianapolis Merchants Bank Bldg. Philadel. hia Pack 
Old South Bldg. Kansas City Railway Exchange Bldg. re re re 

Ellicott Square Bldg. Louisville Fourth & Walnut Sts. Salt Lake City 
Cincinnati Dixie Terminal Exchange Bldg. 
Chicago—Freight Dept..Southern Pacific Bldg. Minneapolis Metropolitan Life Bldg. 
Chicago—Passenger Dept 33 W. Jackson Mexico City Ave. Cinco de Mayo, No. 7 Vancouver, B. C 
Cleveland Hippodrome Bldg. Monterrey Edificio Langstroth Washington, D. C 
Snr eet rere) ae Boston Bldg. New York City—Frt.-Pass 165 Broadway Winston-Salem, N. C 
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Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

A special fee for the use of the highway by motor 
vehicle common carriers as a place of doing business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. ; 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 

mmitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. The differential between rail 
and inland waterway rates, if one is found to be justified, 
should be fixed on the basis of a scientific study of the 
comparative cost of rail and water transport. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. In other words—equal- 
ize the burden of regulation in the interest of fair com- 
retition and the proper maintenance of rail transport. 





HOPEFUL DEVELOPMENTS 


HERE were two developments in the field of trans- 

portation thought last week that give hope of action 
looking toward solution of the present transportation 
problem and keeping it solved—action governed by 
inbiased and sound economic considerations rather than 
by contention of selfish forces against other selfish 
forces, 

One of these was the adoption by the Chamber of 
Commerce of the United States of a resolution favoring 
‘transportation conference, in which would be brought 
together “representatives of all interests, including users 
of transportation, for the purpose of obtaining a clear 
inderstanding which will promote the solution of these 
'ransportation problems.” 

It is pointed out that the adoption of this resolu- 
on does not necessarily mean that such a conference 
will be held, since, under the Chamber’s practice, its 
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administrative officers must determine what action is 
to be taken (which seems to us rather queer practice), 
but it is to be hoped that something will be done. We 
and others suggested such a plan some time ago. One 
of the suggestions was that the President of the United 
States call a conference. Another suggestion was that 
it be held under the auspices of the U. S. Department 
of Commerce. It does not matter who calls it or under 
what auspices it be held so that the purpose behind it 
be above suspicion and it be representative of the various 
forms of transport, the shippers who buy transporta- 
tion, the legislators who make the laws, and economists 
who think clearly and independently about such things. 
Even if the conference resulted in no clearly outlined 
method of procedure agreed on by all, its deliberations 
and such conclusions as it could reach would be 
illuminative. 

The other action was the appointment of a com- 
mittee by the directors of the Associated Traffic Clubs 
of America to make an investigation and report to the 
board a definite plan for the development of transpor- 
tation facts by competent and unbiased authorities. This 
action arose out of a suggestion by Professor L. C. Sor- 
rell, of the University of Chicago, that there ought to 
be something like a transportation institute for the 
development of the facts with respect to various matters 
now in controversy between shippers and carriers and 
among the various kinds of carriers, the controversy 
now being carried on, as evidenced by the addresses made 
at the association’s convention, on the basis of selfish- 
ness and sectionalism. 

The facts could be determined, doubtless, to the satis- 
faction of all but those who might refuse to be convinced, 
by some such machinery. There might be a transporta- 
tion institute created or some existing agency might be 
induced to take on the job. Professor Sorrell and 
Professor Howard C. Kidd, of the University of Pitts- 
burg, compose the committee. Both are deep and un- 
biased students of transportation and they may be relied 
on to make some intelligent and practical recommenda- 
tion. 

We think no one interested in the present situation 
will deny the need for some such thing. To be sure, we 
once had a transportation institute, conceived in good 
sense and born of much the same need that exists today; 
it died, not because there was no need for it, but because 
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: 1 4 4) OWN GATEWAY 
The only railroad entering St. Louis from the East over 
~ its own rails and bridge across the Mississippi River, 

T Nt. | outs 








New elevated-subway route 
(completely electrified) into 
the heart of downtown St. 
Louis—now nearing comple- 
tion. This project includes 
the construction of a group 
of terminal buildings for the handling, storage and distribution of freight in all directions from St. Louis and 


within the St. Louis area. 
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jose in charge of it used it for the purpose of getting 
at salaries for themselves without even making the 
tare that might have been expected from small 
er glaries. It did practically nothing. It is to be hoped 
rt, hat its mistakes will be avoided if another institute is 





eated. 
The facts that are desired and that should thus be 


«tablished by unquestioned and unbiased authority are 
jmerous. Everybody would like to know, for instance, 
ihe real cost of water transport as compared with that 
rail transport; the same persons would like to know 
just what proportion of the cost of building and main- 
taining highways is paid by common carrier vehicles; 
just what the railway land grants amounted to and to 
shat extent the railroads have repaid and are now 
paying for them—and so on, and so on. We have claims 
ind assertions and beliefs—what we want are the facts. 

Some may say that there already exist agencies 
wmpetent to develop the facts. There are, to be sure, 
wt their findings are not accepted as necessarily correct, 
vhen they make findings, and sometimes they even 
wfrain from making them. The railroads, for instance, 
have machinery ample to work out the facts with respect 
to any transportation problem before the country. But 
vill the shippers and other agencies of transportation 
aeept the findings of the railroads? The Associated 
Trafic Clubs of America itself does not often now take 
wsitions on what a majority in it may believe to be 
frm ground, because it is confronted with the question 
of expediency—it must hold its clubs in line and some 
if them might not be sympathetic with a declaration, 
fr instance, that the government ought to get out of the 
waterway transport business. The National Industrial 
Trafic League has that same question of expediency 
“en more sharply before it. It does not take a position 
ia matter like this when to do so might offend some 
of its members. 

But all these agencies and others could unite in 
witing up some institute or agency for whose findings 
they would not be responsible, in the sense that they 
would be responsible if they made the investigations them- 
elves, but only in the sense that they have contributed 
lo the setting up of a fact-finding agency whose findings 
ire entitled to respect and consideration. We should 
“wy that, assuming the proper agency to have been set up 
found, a group that would not “go along” in support- 
ing it and enabling it to function would be seriously 
lable to the suspicion that it did not want the facts, 
lut preferred to fight for what seemed of most benefit 
itself, facts or no facts. 








UNDISCLOSED BARGE RATES 


BA 2 articles appearing in The Traffic World of April 25, 
» 4, “Undisclosed Barge Iron Rates,” and of May 2, p. 1061, 
hey the Counter Barge Rates,” the statements to the effect 
- ohn S. Burchmore, attorney for the Inland Waterways 
ined objected to disclosure of the rate less than 40 cents 
tion re by a St. Louis steel company for all-water transporta- 
the a St. Louis to Houston and to disclosure of the rate paid 
ent barge line were incorrect. The testimony shows 
rest - Burchmore’s objection was directed specifically to a 
“son as to what was paid the Gulf-Pacific Line for the trans- 
The statements in 


portati . 
ation from New Orleans to Houston. 
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the articles in question were conclusions believed to have been 
justified by the testimony, that refusal to disclose the rate paid 
for the movement from New Orleans to Houston left undisclosed 
what was received by the government barge line. 


SECRET RATES 


(By Thomas F, Woodlock, in The Wall Street Journal) 


Certain southern and southwestern railroads have asked for 
relief under section 4 of the interstate commerce law (the so- 
called “long-and-short-haul” clause) in order to meet the com- 
petition of barge lines operating on the Warrior and Mississippi 
rivers. The traffic under consideration is in certain iron and 
steel products originating around Birmingham and Atlanta and 
destined primarily for Texas Gulf ports, but secondarily for in- 
terior points, reached on “combination” rates basing on those 
ports, as, for instance, Dallas and Fort Worth. The rate situa- 
tion is somewhat complex, from the layman’s point of view, and 
there is no need to explore its details. All that is necessary 
to bear in mind is that in the last few years the movement of 
steel and iron articles by water from the Birmingham district 
has increased greatly, and that the railroad carriers have felt 
obliged to ask for fourth section relief to meet this competition. 

The Inland Waterways Corporation operates from its ter- 
minal at Birmingport to Mobile and New Orleans. Railroads 
serving the Birmingham district make rail-barge-rail rates from 
that district through Mobile and New Orleans to the Texas 
ports, and the Inland Waterways Corporation makes coastwise 
rates to the same destinations through the same ports of Mobile 
and New Orleans. These rates are regularly published. Port-to- 
port water rates are, however, not subject to control by the 
Interstate Commrce Commission. In the course of the hearing, 
it developed that the Waterways Corporation makes a secret 
“contract” rates with certain shippers lower than the regularly 
published rates. The following is an extract from the testimony 
of Mr. Keas, a witness representing the Tennessee Coal & Iron 
Company: 

Witness Testifies on “Rate Shopping” 

Q. The Mississippi-Warrior makes a lower rate from St. 
Louis to New Orleans than 20 cents, is that correct, on these 
private shipments?” 

“A. I did not say it was correct.” 

“Q. Well, is it correct or not correct?” 

“A. The Mississippi-Warrior has to make from St. Louis 
to New Orleans whatever they have to make to get the business 
in competition with other concerns.” 

‘Q. They do get some of the business?” 

_ 2 

“Q. And the total rate charged from St. Louis to Houston 
is less than 40 cents?” 

“- 7k” 

“Q. And the Mississippi-Warrior service participates in that 
traffic?” 

“A. Yes, sir; and I think it is good business that they do. 
If they did not, their barges would be going down the river 
empty after bringing sugar up.” 

“Q. What is their published rate from St. Louis to New 
Orleans?” 

“A. I don’t remember.” 

“Q. You don’t pay them the published rate, apparently, 
because you don’t know what it is?” 

“A. Well, I do not check every bill that comes through the 
department or try to remember every rate to every point we 
ship to. We do pay the published rate on business that goes 
to New Orleans, but as to that quantity tonnage going to dif- 
ferent places we do not pay the published rate if we can help 
it. We go out and see what rate we can get by offering other 
conditions.” 


“Common Carrier” vs. “Contract Carrier” 


The special “contract” port-to-port rates made by the barge 
line, it appears from the evidence, are made for large consign- 
ments. The witness just quoted stated that on “carload lots” 
the published rates were adhered to by the water carriers. ‘The 
consignments moving on the special rate—the amount of which 
was not disclosd—were from 15 to 25 carloads. 

Granted that this is strictly within the law—as it is, under 
paragraph 2 of section 1 of the act—it may well be doubted that 
the public at large is aware of the fact that the Inland Water- 
ways Corporation, owned and operated by the government of 
the United States and holding itself out as a “common carrier,” 
is engaged in the business of “contract” carrying, involving the 
making of secret rates to favored shippers offering large con- 
signments of freight. That, apparently, is what the testimony 
of Mr. Keas means. 

To the lay mind, there is something very incongruous in the 
doubling of “common carrier” and “contract carrier” functions, 
even in the case of a private enterprise, and when the govern- 
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ment of the United States is found doing this, the incongruity 
becomes even more glaring. Nor is it rendered less objection- 
able because it is confined, apparently, to large consignments. 
The Interstate Commerce Commission always has refused to 
grant low rates on “trainload lots” and has recognized the “car- 
load” as the maximum unit. 


Public Entitled to Know Secrets 


The witness, Keas, defended his refusal to disclose the 
“contract rates” that his company obtained from water carriers 
by saying: 

“Well, it is a contract rate, and we do not know whether 
the same conditions could be offered by other companies which 
we offered to the boat line when we secured this rate or not. 
We do not want to throw the boat line open to an attempt by 
other shippers to secure a rate as favorable as we got under 
any conditions under which they might desire to offer the traffic, 
and I thought it was sufficient if we testified that the rate which 
we paid from St. Louis to Houston was less than the rate which 
has been testified to here as in effect from Birmingham to 
Houston via any of the routes except the Tennessee Coal, Iron 
& Railroad Company’s private barges.” 

It seems that independently of the state of the law, the 
public is entitled to knoW the extent—if any—to which the 
Inland Waterways Corporation is making secret “contract” port- 
to-port rates, which are not available to all shippers. Will the 
chairman of the board state what proportion of the barge line’s 
tonnage—if any—is carried on rates of this kind and who are 
the shippers for whom these rates are made? 


CLASS RATES’ EFFECTIVE DATE 


The Trafic World Washington Bureau 


The Commission, in No. 15879, eastern class rate inves- 
tigation, and No. 17000, part 2, Western Trunk Line class rates, 
has announced, in a notice to all concerned, that the rates pre- 
scribed in those cases must be made effective December 3, on 
not less than 45 days’ notice. It issued that notice after con- 
sidering the representations of the carriers that they could not 
get ready much, if any, sooner. It said that it appeared that 
no order would be necessary to accomplish that result. June 
15 was the latest date upon which the Commission hoped that 
they would be made effective. 

Reasons for the announcement that the eastern and West- 
ern Trunk Line class rates “must be effective December 3, 
1931,” are set forth in the notice to all concerned, which follows: 


Successive postponements of the day originally fixed, namely, 
November 1, 1930, for the establishment of the rate adjustments in 
Western Trunk Line Class Rates, 164 I. C. C. 1, and Eastern Class 
Rate Investigation, id. 314, were made upon requests from respond- 
ents and defendants in those proceedings and in the cases referred 
to in the margin below, because the tremendous volume and the 
nature of the work entailed made earlier establishment physically 
impossible. In the Commission’s notice of February 16, 1931, the 
parties concerned were informed that the readjustments would not 
become effective before June 15, 1931. 

The Commission is now advised that respondents and defendants 
can not effect the readjustments by June 15, 1931. Respondents in 
the W. T. L. case say that it might be possible to file the necessary 
tariffs by August, to which must be added the 45 days’ notice, but 
that the revision could hardly be satisfactorily and accurately made 
by that time. Respondents in the Eastern case might be in position 
to file their tariffs at approximately that time or shortly thereafter, 
but it is feared that they would also be in unsatisfactory shape be- 
cause of the haste. The Commission has made sufficient independent 
investiguation of the matter to warrant it in accepting these rep- 
resentations. 

All carriers, including the lake lines interested in the lake-rail 
rates, realize the desirability of having the entire readjustments in 
the two proceedings become effective concurrently. Furthermore, the 
lake lines strongly urge that the rates be not established during the 
latter end of the navigation season, because of the confusion it would 
create, in which the eastern and western trunk-line rail. carriers 
concur. They all agree that December 3, 1931, is the most satisfactory 
and practical date, viewed from all angles. Respondents and defend- 
ants have definitely advised the Commission that they can make ef- 
fective on that date, upon at least 45 days’ notice, the rates required 
over all-rail and lake-rail routes, intra and inter territorially. It is 
assumed that this advice covers also the modifications required in 
the supplemental reports in these proceedings. 

In order that all parties and other shippers may have definite 
knowledge of the date of the establishment of the required revisions, 
respondents and defendants are hereby notified that the rates pre- 
scribed must be made effective December 3, 1931, on not less than 
45 days’ notice to the public and filing with the Commission. It ap- 
pears that no order will be necessary to accomplish this result. 

In accordance with the practice followed in other proceedings 
of similar scope, protests occasioned by the publication of the new 
rates should be filed with the Commission not later than November 
13, 1931, in order that the Commission may have adequate time 
to consider such protests. 

This notice covers all the investigations and complaint cases listed 
in footnote 1 to the original report, 164 I. C. C. 1, subject to any 
— order which may be entered in specific cases listed in that 
ootnote. 





CHANGES IN DOCKET 
Hearing in No. 23411, Rome Co., Inc., vs. A. T. & S. F. Ry. 
et al. and No. 23440, Rome Co., Inc., vs. A. G. S. R. R. et al, 
assigned May 18, at Washington, D. C., before Examiner Disque, 
is postponed to date to be hereafter fixed. 
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Hearing in No. 24191, J. C. Penney Co., Inc,, yg. Bg 
R. R. et al., assigned for May 19, at Minneapolis, Minn = 
Examiners Hagerty and Crowley, is canceled. bee 

Argument in finance docket 3767, excess income 
Northern Railway, which was scheduled for May 
ington, has been canceled. 

Hearing in No. 24317 R. L. Higgins, doing business as R |, 
Higgins and Company, et al. vs. Pa. R. R. et al., now assignes 
for May 19, at Minneapolis, Minn., before Examiners thon 
and Crowley, is canceled. ’ 

Hearing in No. 24093, Gulfport Chamber of Commerce ys 
G. & §. I. et al., assigned for May 18, at Gulfport, Migs, before 
Examiners Bardwell and Maidens, has been postponed i) , 
date to be hereafter fixed. . 

Hearing in I. & S. No. 3586, express weights on berries frop, 
western and southwestern states, assigned for May 45 at 
Springfield, Mo., before Chairman Brainerd and Examiner John. 
son, was cancelled. ‘ 


LIGHTERAGE CASE RESUMED 


The Traffic World New York Dow 


The State of New York opened its defense in the Ney 
Jersey lighterage and freight rate suits, which were Tesumed 
before Interstate Commerce Commission examiners, at the Ney 
York State Chamber of Commerce, on May 12. The star witness 
was former Governor Alfred E. Smith, who testified that aboj. 
tion of free lighterage in New York harbor, as sought by Ney 
Jersey, would split the port area, in contravention of th 
Commission’s decision in the New York harbor case, which |e 
to the establishment of the Port of New York Authority. 

Former Governor Smith, who was for two years a member oj 
the Port Authority, declared emphatically that New Jersey hag 
always been regarded as part of the Port of New York. hp 
building the Erie and Barge canals, he said, New York hai 
helped New Jersey, as freight was carried through it without 
discrimination, although the investment involved was New 
York’s. He described the creation of the Port Authority asa 
result of an investigation by the New York-New Jersey Harbor 
Commission, a bi-partisan body, which came to the conclusion 
that the interests of both states were common and that the 
unity of the port should be preserved. 

Testimony submitted on the opening day of the hearings 
was concentrated on three main contentions on which the de 
fense is basing its case: 









Of India 
20, at Wats 


1. That it is to the commercial interest of New Jersey, as well as 
New York, to maintain the unity of the port as it exists now. 

2. That the present rates are not discriminatory as against New 
Jersey, and are not unreasonable. 

3. That the group or zone rating in existence at the Port of New 
York is the same that rules in other ports and other terminals. 


Representatives of New Jersey saw in the testimony of 
Parker McCollester, deputy attorney general and chief defense 
counsel, a concession to New Jersey when he announced that 
the defense would offer no evidence to defend the existing 
adjustment of freight rates between New York Harbor and 
New England. 

“Contending as we do,” Mr. McCollester said, “that the 
Port of New York is an economic and social unit, and that this 
unit should be recognized by the maintenance of a freight rate 
group, we must agree that this unity should likewise be recot 
nized on business to and from New England as well as 0 
business to and from the south and west. For this reason We 
will offer no testimony designed primarily to defend the exist 
ing adjustment of freight rates between New York Harbor aut 
New England. It may be that conditions in New England a 
such that the commission should hold, as it several times bas, 
that all of New England should be treated as short-haul tert: 
tory, or that the Commission should hold that the limits 0 
short-haul territory should be somewhat more extended tha 
in the case of traffic to and from the west and south. On this 
point we will offer no evidence.” : : 

Other witnesses, who introduce testimony supporting Ne" 
York’s contentions, were Lawson Purdy, director of the Region 
Plan of New York and former tax commissioner of New York: 
A. H. Moore, traffic agent of the Erie Canal; Philip Elting, 
lector of the Port of New York, and S. W. Bullock, vice-president 
and general manager of the Seaboard Great Lakes Corporatio 

Opening statements were made by Thomas J. Healy, “a 
counsel for the seventy-odd defending railroads, and by ote 
representatives of intervening parties. New Jersey was y od 
sented by Deputy Attorney-Generals John J. Hickey, J. ye! 
mond Tiffany, S. H. Bronson and by Milton J. Bauman ant 
Charles Fagg, of the Newark Chamber of Commerce. org 
Philadelphia and Boston were all represented by counsel, W 
about sixty attorneys present. oi 

The case is being heard by Examiners Ear! M. Steer 
P. C. Paulsen. It is expected that the hearings will continue 
about three weeks. 
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Current Topics in 
Washington 


Le ee 


At this minute it seems unlikely 
that the Commission may have to 
assign more of its lawyers to Supreme 
Court work than usual. It has eleven 
«ses in that tribunal, fifteen in the district courts of the United 
sates, two in the Court of Appeals of the District of Columbia 
and three in the Supreme Court of that disfranchised part of 
the land of the free and the home of the brave. And when the 
statistics are next made up the grain case begun in the state 
¢ Washington will be included, for by that time the Commis- 
“jon will have had formal statistical knowledge that that case 
has been filed. 

Time was, not so long ago either, when it was no task to 
recall all the cases in the courts brought with a view to having 
Commission orders set aside. The fifteen cases mentioned as 
being in the highest tribunal do not include those about which 
informal information has been received indicating that they 
will be brought to the attention of Chief Justice Hughes and 
his associates. Some of the fifteen may be disposed of by the 
court's denial of a writ of certiorari. While the court does not 
say why it denies a writ of certiorari, its denial is equivalent 
toa saying that it finds nothing with the decision made by the 
lower court needing or possible of correction. However, the 
lawyers for the Commission must take note of applications for 
writs of that sort and make some argument. 

Among the cases before the court are moves made by Ala- 
bama, Georgia and Louisiana to get rid of orders pertaining 
to intrastate rates on sand and gravel and fertilizer and fer- 
tiizer materials. The railroads are the primary parties in 
interest in an equal number of cases—the per diem or car hire 
settlement rules case, the private car case and the Hoboken 
Manufacturers’ railroad silk divisions case. 

Shippers seeking reparation are particularly interested in 
the A. Spates Brady case, in which a complaining shipper is 
trying to have the courts pluck out of the Commission’s report 
parts Which result, as he thinks, in reducing the amount of 
money to be paid to him on account of the failure of the rail- 
toad involved to furnish cars enough at a time of great demand 
for coal—a_ condition which coal mine operators pray would 
return today or tomorrow. Shippers are also interested in the 
Southern Transportation bunker coal case, in which receivers 
of bunker coal are trying to get a court decision in their favor 
lotwithstanding the hostility of the Commission to their claims, 
which, of course, means overturning the negative order rule. 
_ Perhaps the most important case from the point of view of 
doth railroads and shippers is the so-called Galveston ports 
preference case in which the Commission definitely scrapped its 
long-used rule for ascertaining undue prejudice and preference, 
the so-called Ashland Fire Brick rule. If the court upholds the 
lterpretation of the third section in the Galveston case it will 
mean that the Commission will be able to deal with any preju- 
lice case regardless of the fact that a particular railroad, by 
'$ own power, is not able to remove the undue prejudice, be- 
cause it does not control the rates to the place found to be 
induly prejudiced and to the point found to be unduly preferred. 
Prior decisions of the Commission and of the court are such as 
0 give much comfort to those who think the Commission was 
— in trying to adjust the relations of the Louisiana and the 
€xas ports. 

. The number and variety of questions pending in the courts 
i +a to give a headache to the man who tries to carry 
wate sean even the barest outlines of the litigation herein 
toe - “{ a yr niga as to some of the cases, without any men- 
in the . . the very large question raised by the railroads 
of the a grain case. That is, perhaps, the greatest 
m all in its bearing on the duty of the Commission. 





Litigation Enough to 
wake the Head Swim 





What magic, it might be asked, has 
Smith Wildman Brookhart, senator from 
Iowa, over the press that he is able, time 
after time, to get printed his old tale about 
water in the valuation of the railroads 
course of 4 _ Made by the Commission in 1920 in the 
' its valuation for the purpose of the big increase in 
€ pg in that year. 
make a as an Indian snake charmer makes the poor 

perform when he plays on his flute Brookhart makes the 


Power of 


Senator Brookhart 
Over the Press 
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press associations and special correspondents send out com- 
ments based on his assertion that that valuation contains 
$7,000,000,000 of fictitious dollars. The talk of the railroad ex- 
ecutives about increases of rates to bring in an increase of 
about 10 per cent in revenue set Brookhart to telling that more 
than twice told tale. And the wonder of it is that the news- 
papers paid telegraph tolls on that repetition! 

By more convincing reasoning from admitted facts the rail- 
roads could show reasonable men that the valuation of 1920 
was less than the value that a condemnation jury would have 
to award to the railroad companies were the government taking 
them from their owners. However, but few senators appear to 
be bound either by law or facts. The Iowan argues that, in a 
large measure, the troubles of the farmers are. due to high 
freight rates and that high freight rates are due to fiction in 
the valuation. The fact that the railroads in the western dis- 
trict have not earned much, if any more, than savings bank 
interest rates, apparently, means nothing to him. The fact that 
they appear to be earning much less than that now, seems 
less than nothing to Brookhart. 

It’s that $7,000,000,000 of fiction value he thinks he has 
found in the valuation that causes the trouble, even if the rail- 
roads are not earning much more, if any, than a fair return 
on even the value of their properties, minus the fictional sum! 
It seems easy to be a statesman in these times—if wire dis- 
patch of one’s views is evidence of statesmanship. 





An American whose finances were 
as greatly unbalanced as those of his 
government probably would be throw- 
ing glances of anxiety over his shoul- 
ders, hoping that the sheriff was more 
than the two proverbial steps behind 
him. So disorganized are the government’s money affairs that 
the question now is as to how much over or under a billion 
the deficit will be. Annual expenditures run around four billions 
a year. In this country we call the gap between income and 
outgo a deficit. In Europe they euphemistically call the thing 
an unbalanced budget. 

The major part of the deficit, it now seems likely, will be 
caused by the demands of former soldiers for adjusted com- 
pensation, more commonly called bonus. Early this week 
1,785,592 former soldiers had called on the government to lend 
them $608,021,000 on the adjusted service certificates. The cer- 
tificates were issued on the theory that the government really 
owed the men more than they had received. An additional idea 
was that the former soldiers would hold on to their certificates 
as insurance policies, to be cashed when they became old and 
unable to earn a living. Another idea was that insurance and 
bonus would be in lieu of pensions. 

However, no one holding an acknowledged claim against 
the government need worry about the possibility of not being 
paid. Secretary Mellon has authority to issue pieces of paper 
in exchange for money. Government paper is selling at the 
lowest rates of interest ever known, so great is unemployment 
among dollars. Lack of confidence in investment at present 
low prices of stocks and bonds does not extend to the promises 
to pay of the government, even if its income is now less than 
its expenditures. 

The disorganization of the finances is represented as so 
great as to cause President Hoover to think that he had better 
forego long trips from Washington this summer. Planning to 
balance the budget is represented to be engaging much of his 
time. 


American Government 
Acquires Resemblance 
to Europeans 





Greatly as George Washington would mar- 


Siam and vel at the wonders of the steam locomotive, 

the electric light, the telephone and the great 
the Wonders improvement made in steamboats since he 
of the Radio saw Rumsey’s invention chugging on the Poto- 


mac, it is probable he would puzzle his head 
much more about the mystery of the radio. It is true, we do 
not know much more about electricity, per se, than was known 
in Dr. Franklin’s time, even if we have learned to use it in 
manifold ways, as is also the fact about steam; but the radio, 
it is believed, is more mysterious to the average man than 
either electricity or steam. 

But the 12,000,000 subjects of the King of Siam were advised 
or could have been advised, if each had enough curiosity to 
know why his king was on the other side of the world, that the 
king had successfully passed through a surgical operation on 
one of his eyes, within an hour or two from the time the op- 
eration was performed. Seventy-five years ago it would have 
taken months to have gotten the information to Siam. 

It is possible that millions of Siamese may have doubt 
about the accuracy of the reports they heard or heard about. 
Thousands of men are alive who can recall the skepticism of 
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old folks of the time of their childhood about the telephone. 
They were not sure that they were not being tricked by the 
voices they thought they heard and recognized of persons a 
mile or two away. And Americans of the 1880’s were on a 
higher level of intelligence than Siamese are credited with 
being today. As recently as 1896 it was considered that the 
Cleveland Plain Dealer had achieved a great feat in getting 
political reports from state chairmen from as far east as Port- 
land, Me., and as far west as Little Rock, Ark., by telephone. 
The national committee chairman was also included in that 
then vast canvass of chairmen on the eve of the day when 
William McKinley overthrew William Jennings Bryan the first 
time. 





News from Madrid this week about 
the methods of the authorities in under- 
taking to check mob turbulence suggest 
parallelism in Paris at the beginning 
of the French revolution and St. Peters- 
burg when the Russian monarchy was 
taking the first readily perceptible steps into the abyss that en- 
gulfed it. In St. Petersburg, according to Leon Trotsky, the 
crowd first concentrated its hatred on the police. Then the Cos- 
sacks were called out and finally the army. But, as in Madrid, 
the men with guns in their hands were told to shoot into the air 
before shooting to kill. And then the killing they did when the 
authorities made up their minds was not enough to impress the 
lawless. 

Civil guards in Madrid were not permitted to shoot to kill 
when their officers thought the time had come to use really re- 
pressive measures. Result: The guards were sent to their bar- 
racks and the army called to take over the job—with the rioters 
well advised as to the vacillation of the regime that stepped into 
the Bourbon shoes. 

But Americans are not in position to throw rocks at tur- 
bulent men in France, Russia and Spain. Their own revolu- 
tionary army did some rather questionable things to Congress 
in Philadelphia. The soldiers had real grievances. The Conti- 
nental Congress was a fine debating society, at times, when it 
should have been doing something real to restore confidence in 
it among the men who had been in the field and most wretchedly 
treated. Americans of that day, however, had had more experi- 
ence in self government than the French, the Russians or Span- 
iards when they became turbulent. Yet they allowed themselves 
to get out of hand for a short time in their demonstration 
—s the only semblance of a national government they had. 
—A. E. H. 


RAIL EXECUTIVES MEET 


On reliable authority it is learned that the Association of 
Railway Executives, at its meeting at Chicago, May 8, adopted 
a resolution favoring a general rate revision and referring that 
matter to the appropriate rate officials of the railroads for study 
and report, with a view to ironing out humps and valleys in 
the rate structure, to the end that the railroads might obtain 
a net increase in revenue. It was estimated at the meeting 
that such a revision should produce a net increase of 10 per 
cent in revenue and that that would be in the neighborhood of 
$400,000,000 annually. 

The view was expressed in the meeting that rairload ex- 
penses had been pared down almost as far as they could be; 
that expenses had to be further cut or revenues increased and 
that expenses could only be cut now to any appreciable extent 
by wage reductions, and that considering the many factors in- 
volved in that alternative, effort first should be made to obtain 
increased revenues. The view was further expressed that if a 
revision proposal could be agreed upon and the Commission did 
not substantially approve it, demand then would have to be 
made on the Commission for a general percentage increase in 
rates. There was other discussion, including expression of one 
view that wages should be cut, but this view did not obtain gen- 
eral approval. Against a wage cut it was argued that, due to the 
great decrease in the number of railroad employes since 1920, 
railroad employes were now doing more work and that on the 
basis of labor output there had been, in effect, a reduction in 
the cost of labor. Further, it was argued that if railroad wages 
were reduced there would be further contraction of business 
and the railroads would suffer through loss of additional busi- 
ness. Therefore it was deemed best to seek to meet the situa- 
tion confronted by the railroads at this time without wage cuts. 

It was indicated that such a rate study as was proposed 
would require several months. 

Though the impression prevailed before the meeting of the 
board of the association and of the executive committee of the 
American Railway Association that there would be discussion 
of the general rate situation, there was no formal announce- 
ment with respect to that. 


Is Spain to 
Go the Way of 
France and Russia? 
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Specifically, it was stated that the subjects discus, 
accounting costs, with especial reference to the ‘ene Were 
pense created by valuation accounting,” and the genera] a es 
division of rates among class I roads. ASis of 

At a luncheon the day of the meeting, presideg Over j 
L. A. Downs, president of the Illinois Central, pad by 
speakers were Rufus Dawes, president of the Centur — 
Progress, the Chicago centennial exposition planneq reg Bi 
Major L. R. Lohr, manager of the exposition, anq _— 
Hungerford, chairman of the committee in charge of the war 
and transport show in connection with the exposition, p, 
and plans were described by the speakers, and the rajj ..,. 
tives took under advisement the question of eo Rasen, 
through furnishing exhibits and historical objects depicting 
development of rail transportation. 


FREIGHT RATE INCREASE 


The Traffic World Washington Burr 


Rail workers favor a freight rate increase, according ,, 
“Labor,” the official Washington weekly newspaper of the “Ac, 
ciated Recognized Standard Railroad Labor Organizations,” }, 
its issue of May 12, “Labor” says: i 


tray ¢] 
OZTess 


Leaders of railroad labor organizations are convinced that th 
carriers are facing a situation which calls for an immediate increas 
in freight rates of from 10 to 15 per cent. ee 

Gross operating revenues of Class 1 roads for the first three 
months of this year showed a decrease of 19.1 per cent as comparei 
with the same period in 1930—and the revenues for the latter yex 
were far below those of 1929. ™ 
_ Operating costs have been cut to the bone. There was a yey. 
tion of more than $180,000,000, or over 17 per cent, in the first thre 
months of this year as compared with the same period last year, 

Practically all this vast sum has come out of the pay envelopes 
of the railroad workers. Tens of thousands are out of work. nj 
tens of thousands more are working on part time. mies 


Employes Have Sacrificed 


They have made a most impressive mass contribution to relicys 
conditions by dividing working time, thereby reducing their individy, 
earnings, but keeping more men employed. ; 

But they have reached the limit of their ability to sacrifice. Raj. 
ye employes will not submit to further reductions in their rats 
of pay. 

It is clear that railroad revenues must be increased, or addition: 
men must be thrown out of work. Already the reduction in th 
buying power of the vast army of railroad workers has serious) 
affected business. 

While the great majority of the carriers are still able to amp; 
meet all fixed charges, some are undoubtedly approaching the dang 
line. If they are permitted to cross that line, receiverships may r- 
sult and a very bad situation will be made infinitely worse. 

Would Stimulate Buying 

Those in authority should frankly face the situation. The rail- 
roads because of the marked decrease in their revenues have followed 
the example of merchants and industrial establishments and per 
mitted stocks of materials on hand to fall to the point where adii- 
tional purchases are imperative. 

An increase in freight rates would enable the roads to go int 
the ‘market and buy the things they need. This would stimulate 
business along all lines and tens of thousands of men now unemployei 
would be put back on the job. 

In the opinion of the railroad employes, the psychological hou 
is here, and if the Interstate Commerce Commission will act withou' 
unnecessary delay, it may assist materially in getting the countr 
back on its economic legs. 


Commenting on newspaper reports that American railroad 
officials had decided to seek “increased freight rates of approt 
mately $400,000,000,” Senator Brookhart, of Iowa, reiterated his 
opinion that the transportation act of 1920 gave seven billia 
dollars more to the railroads in their market value than the 
were worth, and said if rates were raised to keep up divident 
“on all this fictitious valuation, agriculture and the greater pa" 
of the business of the country will be unable to pay and the 
depression will be made worse instead of better. If they wout 
squeeze the water out of their values and lower the rates tha 
would give distinct emphasis to better times. That is Wl 
ought to be done.” 

Senator Fletcher, of Florida, said he could not see how th 
railroads could expect to increase their revenues by increasil: 
rates. 

“Some ten years ago,” said he, “an increase of 40 per ( 
was allowed the railroads and this brought the rates up to 
highest point ever reached. They have been revised downwatt 
by the Interstate Commerce Commission in 5,000 out of 6," 
cases brought. Undoubtedly they (the railroads) would incrés* 
their revenues by raising the rates provided they could cart! 
the same amount of tonnage, but it is perfectly obvious tht 
one reason why trucks are moving so much freight 1s becaus! 
of high rail rates. Consequently, if these rates were increase 
there would be an inevitable decrease in tonnage.” 


TIME EXTENSION ON OLD BILLS OF LADING ; 

Time for the use of old forms of bills of lading, over stampe 

has been extended by the carriers in all territories fro 
30 to December 31. 
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Decisions of Interstate Commerce Commission 
clay ee ye 


PETROLEUM RATES DIVISIONS 


The Commission, by division 5, in No. 19645, Atchison, To- 
eka & Santa Fe et al. vs. Baltimore & Ohio et al., has pre- 
scribed divisions to be made of the joint rates established as 
a result of its decision in Indiana State Chamber of Commerce 
vs A. T. & S. F., 112 I. C. C. 481, on petroleum and its products 
from origins in Oklahoma, Arkansas, Texas and Louisiana to 
jestinations in Indiana. The present divisions have been found 
unjust, unreasonable and inequitable. The Commission has 
ordered a retroactive adjustment of the divisions of charges 
collected on such shipments from Oklahoma points of origin to 
Indiana destinations over the lines of complainants on or since 
Yay 21, 1927, at the joint rates prescribed in the Indiana State 
Chamber of Commerce case, 96 I. C. C. 485, and 112 I. C. C. 481. 
The report was written by Commissioner Lewis. 

Retroactive adjustment was ordered on the traffic designated 
yecause the Commission prescribed the rates and therefore had 
authority to make such adjustments to the time the prescribed 
rates became effective. In that Indiana State Chamber of Com- 
merce case it told the carriers to make rates from other groups 
in the southwest on the same basis, but did not so order. In 
this case the Commission said that it was without authority 
to order retroactive adjustments of divisions of charges collected 
on such shipments from origin points in Arkansas, Texas or 
Louisiana, inasmuch as the rates from those origins were not 
established pursuant to a finding or order made by it. The 
part of Louisiana involved in the case is that west of the 
Mississippi River. 

This complaint was brought by the southwestern lines. The 
Burlington filed a cross complaint alleging, as did the southwest- 
em lines, that the division received by it, as an intermediate 
carrier, from its connections east of the Mississippi River, was 
uduly prejudicial to it and unduly preferential of its eastern 
connections. The Texas & Pacific, carrying from all areas of 
origin except Oklahoma, intervened. Neither the Burlington nor 
the Texas & Pacific asked for retroactive adjustment. 

Prior to the decision in the Indiana case the railroads made 
the rates combinations based on the Mississippi. When the joint 
rates were ordered they were unable to agree upon the basis 
of divisions. The complainants asked that divisions be pre- 
scribed by them as a group or unit and for the eastern carriers 
as a group or unit. They asked that the rates be divided on 
the Mississippi River, to and beyond East St. Louis, IIl., and 
that the divisions so prescribed be also prescribed for applica- 
tion to and beyond the upper Mississippi crossings by way of 
which the joint rate applied. Eastern lines, the report said, 
did not object to that request. 

Complainants contended that the divisions should be made, 
subject to their local rates as maxima, on a mileage prorate 
over the shortest tariff routes, using 1.5 miles for each mile 
west of East St. Louis and actual distances over the shortest 
lariff route east of the Mississippi. The eastern roads con- 
tended that the divisions should be made on a revenue prorate, 
using the proportional rates that were in effect to and beyond 
East St. Louis prior to the establishment of the joint rates. On 
refined oil, the report said, a revenue prorate would produce the 
same divisions as a rate prorate using the proportionals as 
factors, but that on fuel oil that would not be true, inasmuch 
as the estimated weight of fuel oil used to determine the weight 
of the shipments was 7.4 pounds a gallon west of the river and 
66 pounds east of the river. 


__ Defendants, the report said, had collected the revenue and 
divided the joint charges on the basis advocated by them, hence 
- complaint. The rates on fuel and other heavy oils are only 
) per cent of those on gasoline and other refined products. 
Rates from Oklahoma to the five groups into which the Com- 
mission divided Indiana ranged from 39 cents in the one nearest 
Chicago to 46.5 cents to the group hugging the Ohio line. 

The Commission found that the divisions allowed the west- 
¢m roads on the refined oils should be not less than 27.5 cents 
rn 21 cents on the heavy oils, out of the rates from Tulsa, 
a Plussed as to other points of origin by the amounts the 
~ from those other points of origin exceeded the rates from 
rnc The complainants are to have the divisions adjusted 
om ively to May 21, 1927, on the rates ordered from Okla- 
pete origin points. The Burlington is to have retroactive ad- 

ment as to the ordered rates to June 24, 1927. 

a. to rates not ordered by the Commission, the divisions 

eed in this report are to be effective on and after June 15. 


The divisions for the future are to be the same on all the rates 
attacked in the complaint, cross-complaint and the intervention 
whether ordered or resulting from the Indiana case. 

Chairman Brainerd dissented, saying that the basis of divi- 
sions prescribed by the Commission failed to give due consid- 
eration to the difference in operating costs in the two territories 
and, in his opinion, was unfair and unjust to the complainants. 


NORTHWESTERN POTATO RATES 


An overhauling of rates on potatoes, not later than July 23, 
has been ordered in No. 21218, Leonard, Crosset & Riley, Inc., 
et al. vs. A. C. & Y. et al., and the formal complaints joined with 
it, from districts in Minnesota and North Dakota to destinations 
in official and southern territories. Revision of rates on pota- 
toes on bases indicated in the formal complaint decision is 
permitted in I. and S. No. 3260, potatoes from Michigan, Min- 
nesota, North Dakota and Wisconsin to southern points, from 
districts in the Dakotas, Minnesota, Wisconsin and the upper 
peninsula of Michigan to destinations in western trunk line, 
official and southern territories, which is also disposed of in the 
report. 

The revision ordered in the complaint cases is to be based 
on a finding of unreasonableness for the future and undue 
prejudice. A large part of the case had to do with the rela- 
tionship among three rate districts, namely, the Cambridge 
district in Minnesota, the Waupaca district in Wisconsin, and 
the Red River Valley district in North Dakota and Minnesota. 

This report, written by Commissioner Aitchison, also em- 
braces No. 16613 (sub-No. 1) Grand Forks Commercial Club vs. 
A. & W. et al., which was reopened for further hearing in so 
far as it concerned rates to points in official and southern ter- 
ritories; the suspension proceeding hereinbefore mentioned and 
I. and S. No. 3312, entitled the same as the other suspension 
proceeding. 

A finding of unreasonableness and undue prejudice was 
made in the title complaint, as to rates from points in western 
Minnesota and eastern North Dakota (Red River Valley dis- 
trict) to destinations in official and southern territories. The 
finding in the sub-number in the prior report in that case, 147 
I. C. C. 201, that rates on potatoes, also from the Red River 
Valley district to destinations in official and southern territo- 
ries, were not unreasonable but unduly prejudicial was mod- 
ified. In the suspension cases proposed increases from points 
in the Dakotas, Minnesota, Wisconsin and in the upper penin- 
sula of Michigan, to points in western trunk line and official 
and southern territories were found not justified but without 
prejudice to the establishment of rates on the bases found rea- 
sonable in the formal complaint cases. The suspended sched- 
ules were filed with a view to establishing rates that would re- 
move the undue prejudice in the rates from the Cambridge 
district found in No. 16613 and the sub-number thereunder. 

Commissioner Aitchison said that while the Hoch-Smith 
resolution was invoked as entitling complainants to the lowest 
lawful rates, the evidence was not directed particularly to show 
facts establishing a case under the resolution, but primarily as 
to the establishment of non-prejudicial and non-preferential rates 
from the origin territory, based on the rates prescribed by the 
Commission from Waupaca and on the differentials, Cambridge 
over Waupaca, fixed by the Commission. As to the effect of the 
Hoch-Smith resolution, the report referred the reader to the 
California fruit case which went to the Supreme Court of the 
United States. However, Commissioner Aitchison, in his report, 
took note of the testimony as to the condition of the potato 
growing industry in Wisconsin and Minnesota, saying that it 
was and had been going through a serious depression. 

The scale prescribed in Western Trunk Line Class Rates, 
164 I. C. C. 1, Was used as the foundation for the new adjustment 
subject to limitations contained in Leonard, Crosset & Riley 
vs. Aransas H. T., 155 I. C. C. 89, and 160 I. C. C. 746. In its 
conclusions, the Commission said: 


We are convinced from the record that the rates from the Red 
River Valley and adjacent potato producing points are unduly preju- 
dicial in comparison with those from the Cambridge group. The 
increases in the Cambridge and Waupaca rates precipitated by our 
previous orders are in many instances a step in the right direction; 
in other instances they have been but the addition of a further amount 
to rates already high enough or too high. The level of the rates 
assailed is low in some instances and in others, rticularly when 
the rates are based on combinations, is relatively high. One of the 
principal questions before us is the continuation of the present dif- 
ferential adjustment, Cambridge over Waupaca, which is the result 
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The observance of this differential 
has indirectly brought about the increases in the Waupaca rates, 


of our action in previous cases. 


along with those proposed in the Cambridge rates. The observance 
of this differential in favor of Cambridge is the gist of the complaint 
from the Red River Valley. Complainants’ contention is that if the 
differentials of 3.5 and 5.5 cents Cambridge over Waupaca for a 
difference of 236 miles are to be continued, and this they assume, 
they are entitled to differentials of 6 and 10 cents for a difference 
of 417 miles over Waupaca, instead of the present differentials rang- 
ing from 15.5 to 21 cents. The conclusion we draw from this record 
is that under appropriate tests the differentials proposed are too low, 
but by the same tests the differentials now applying from Cambridge 
cannot be justified. 


The ultimate finding, as to which orders to carry it into 
effect were issued, was that the following bases of rates would 
be reasonable and non-prejudicial for the future: 


To points in western trunk-line territory: Rates based on 27.5 
per cent of the corresponding through first-class rates prescribed in 
Western Trunk Line Class Rates, supra, subject, however, to the 
rates prescribed in Leonard, Crosset & Riley vs. Aransas H. T. Ry., 
supra, to points in Kansas and the southwest, and to those pre- 
scribed herein to official and southern territories, as maxima. 

To points in official territory, including Chicago and St. Louis: 
rates from the Cambridge group based on 27.5 per cent of the cor- 
responding through first-class rates prescribed from Cambridge, 
Minn., in Western Trunk Line Class Rates, supra, and rates from the 
other producing points related thereto: From the Waupaca group, 
6 cents under Cambridge; from the Red River Valley groups as 
described below, group 1, 7 cents; group 2, 10 cents; and group 3, 
13 cents over Cambridge; and from the territory intermediate between 
the Cambridge group and Red River Valley group 1, 4 cents over 
Cambridge. 

Red River Valley group 1 includes points in the Red River Valley 
north of a line through Fairmont, N. Dak., and Campbell, Fergus 
Falls, Vergas, Frazee, and Walker, Minn., and on and south of a 
line through Vance and Gardener, N. Dak., and Hendrum, Ada, Fertile, 
and Wager, Minn. 

Red River Valley group 2 includes points in the Red River Valley 
north of group 1 and on and south of a line through Gilby and 
Levant, N. Dak., and Argyle and Newfoulden, Minn. 

Red River Valley group 3 includes points in the Red River 
Valley north of group 2. 

To points in southern territory, including New Orleans, La.: 
rates based on 27.5 per cent of the present first-class rates from 
Madison, Wis., plus the following differentials: from the Waupaca 
group, 6 cents; from the Cambridge group, 12 cents; from the Red 
River Valley groups as described above, group 1, 19 cents; group 2, 
22 cents; and group 3, 25 cents; and from the intermediate group, 
16 cents. The rate to any point in southern territory need not be 
made lower than the rate herein prescribed to any point in official 
territory intermediate to such point over reasonably direct routes. 

When a though basis related to first class has been prescribed, 
a reasonable grouping may be permitted, and rates from origin points 
not specifically covered by the above findings should be adjusted to 
reflect the general bases herein found reasonable. 


COAL TO SOUTH DAKOTA 


In a report written by Commissioner Porter, in No. 20329, 
Board of Railroad Commissioners of the State of South Dakota 
vs. C. B. & Q. et al., the Commission has found unreasonable rates 
on coal from Wyoming and Colorado districts to destinations in 
South Dakota and prescribed new ones to be made effective not 
later than August 6. It found rates on coal from Wyoming dis- 
tricts to Rapid City, Deadwood, Belle Fourche, Capa, Fort Pierre, 
Farmingdale, Kennebec, and Oacoma, S. D., and to destinations in 
South Dakota east of the Missouri River; and from Colorado dis- 
tricts to Belle Fourche, Deadwood, Oacoma, Mitchell, Woonsocket, 
Wolsey, Huron, Redfield, Milbank, and Aberdeen, S. D., not unrea- 
sonable or unduly prejudicial. This report also embraces No. 
21598, Same vs. Same, and a subnumber thereunder, Same vs. 
Cc. & N. W. et al.; and No. 20003, Colorado & New Mexico Coal 
Operators’ Association vs. C. B. & Q. et al. 


The Commission found, except as to the points before named, 
that the rates on lump coal to destinations shown in an appendix 
were and for the future would be unreasonable to the extent they 
exceeded or might exceed from the Sheridan and Walsenburg dis- 
tricts the rates set opposite the destinations shown in that 
appendix and from the Kirby, Hudson, Rock Springs, Kemmerer, 
and Hanna districts in Wyoming, and the northern Colorado, 
Canon City, and Pikeview districts in Colorado, rates which bore 
relationship to the resulting rates from the Sheridan district in 
the case of the Wyoming districts and from the Walsenburg dis- 
trict in the case of the Colorado districts which were no less 
favorable to the districts from which they applied than were 
those reflected by the present adjustment. 

A further finding was that the assailed rates on sizes smaller 
than lump were not unreasonable, except to the extent that they 
might exceed the rates on lump coal from and to the same points 
which would result under the findings pertaining to lump coal. 
That finding, however, the report said, was not to be understood 
as precluding defendants from continuing a lower level of rates 
on the smaller sizes. 

Commissioner McManamy, in a separate view, concurred in 
the findings under sections 1 and 3, but as to the latter solely 
on the ground that it was not established that there was any 
movement of coal from the Wyoming and Colorado mines to 
alleged preferred points in Minnesota, Iowa, and Nebraska. Mr. 
McManamy said that he was authorized to say that Commissioner 
Lee joined in that expression. 
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The appendix showing the rates prescribed follows: 


Prescribed rates (cents), from Sheridan to the followj 
Dakota destinations: Newell 425, Wasta 385, Cottonwood 419 coo 
400, Kadoka 425, Murdo Mackenzie 455, Vivian 455; from Wals ONata 
to Edgemont 490, Buffalo ee 500, Rapid City 510, Newell 609 que 
540, Cottonwood 550, Capa 580, Fort Pierre 610, Conata 549 Keane 
565, Murdo Mackenzie 595, Vivian 610, Chamberland 630, Pigh*iste 
Elk Point 545, Yankton 660, Canton 575, Scotland 575,’ Sioy re i, 
580, Platte 615, Stickney 615, Colton 590, Madison 605, Flandrea Falls 
Elkton 655, Gettysburg 645, Watertown 645, Mobridge 750, Winner %, 
ED od 


STEEL OVERCHARGE INTEREST 


The Commission, by division 5, in No. 22727, Parkersby 
Rig & Reel Co. vs. B. & O., has found inapplicable the _ 
charged on iron and steel articles shipped from Bridgeport New 
Philadelphia, South Columbus, and Portsmouth, 0., and from 
Parkersburg, W. Va., to Baltimore, Md., and New York, y, y 
for export and has awarded reparation with interest. [t }). 
also determined the dates from which interest on the oyg. 
charges should be paid. 

The defendant, the report said, conceded that the com: 
plainant was entitled to a refund of overcharges existing }, 
cause the export rates were not applied. It refused, however 
to pay interest from the dates that complainant contendeg 
was due, That refusal, the Commission said, was based on trp 
grounds, namely, that in certain instances the provisions g 
the transit tariff were not complied with at the time the trangi 
claims were filed; and that the complainant, by using the é. 
scription, fabricated iron and steel tank material, knocked dow, 
prevented it from making settlement until the complainay 
could furnish affidavits that the material shipped consisted o 
articles entitled to export rates. The railroad contended thy 
interest was due only from the dates it received the affidavits 

The complainant contended that interest should be computed 
as follows: On the overcharges that resulted from applying the 
domestic rates from Parkersburg instead of the export rates from 
the dates the charges were paid; and on the additional over. 
charges that resulted from the transit settlements based on the 
through domestic fifth class rates instead of the through export 
rates from the Ohio points, and on the shipments from the game 
points on which no transit adjustment had been made from dates 
representing 30 days after the transit claims were presented to 
the railroad company. The thirty-day period was excluded, the 
report said, because in commercial practice bills paid within 
that time were not generally subject to interest. 

After finding the domestic rates inapplicable, the Commis. 
sion laid down rules for the computation of interest as follows: 


(1) On all the overcharges resulting from applying the domestic 
fifth-class rates instead of the export rates, oun Parkersburg = 
the dates the charges were paid. 

(2) On all the overcharges resulting from transit settlements 
based on the through domestic fifth-class rates plus the transit charge 
instead of the through export rates, plus the transit charge, from 
the Ohio points, except from South Columbus, from 30 days after 
the transit claims were presented to defendant. 

: (3) On the overcharges on the shipment from South Columbus, 
in so far as transit settlement is concerned, from August 22, 1924 

(4) On the overcharges on all shipments that were accorded 
transit on which no transit settlement has been made, from 30 days 
after the transit claims were presented to defendant. 


BROOMCORN REPARATION 


In a report on further hearng in No. 20418, Spikes Brothers 
et al. vs. A. T. & S. F. et al., on appeal from division 3, the Com- 
mission has laid down rule for the calculation of distances 
broomcorn, transited and not transited, as the basis for the repar- 
ation awarded in the original report, 156 I. C. C. 773. The trafic 
in question was from specified points in Oklahoma and from Dar 
rouzett and Gaylord, Texas, to Dollas, Fort Worth, Grand Prairie 
and Round Rock, Texas. In the original report the rates wert 
found unreasonable to the extent they exceeded the rates on like 
traffic from and to the same points on July 14, 1928, the effective 
date of the orders in the southwestern revision. Reparation was 
awarded to that basis. 

The railroads, upon whose motion the case was reopened, 
suggested the application of the principle laid down in Prair 
Pipe Line Co. vs. A. & W., 146 I. C. C. 149, in respect of repare 
tion; that is, reparation on a basis of rates higher than thos 
prescribed for the future. The Commission, however, said there 
was nothing of record which would justify an award of repart 
tion on a basis higher than that prescribed in the southwester 
cases for future application, namely, 40 per cent of the first class 
rates. 
Accession to the desire of the railroads was made to the 
extent that, in respect of the shipments not accorded transit, “4 
tances are to be computed in accordance with the formula 12 
the Prairie Pipe Line case, as modified in Magnolia a 
Co. vs. C. R. I. & G., 151 I. C. C. 795, which is set forth i the 
report. Distances on traffic accorded transit are to be compult» 
with $6.30 a car added as a transit charge, in accordance Me 
the formula laid down in Wisconsin Bridge & Iron Co. VS. Tllino's 
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erminal Co., 169 1. C. C. 197. That formula is also repeated in 
e , 


tis reper iasioner Aitchison noted a concurrence with the excep- 
; . the application of the principle laid down in the Mag- 
tis Petroleum case, in which he said he dissented. 

10 scsi ebnscaciabiasaanpeeamclise 


HORSE AND CATTLE CHARGES 


The Commission, by division 4, in No. 21972, Frank B. 

ker et al. vs. A. T. & S. F. et al., has determined the ap- 
and rates on feeder and beef cattle, Campo, Calif., and 
~ N. M., to Los Angeles, Calif. Some of the animals 
beni”, in transit at Potash, Calif. It has also dealt with the 
om n a mixed carload of feeder cattle and horses; also with 
= _ feeder cattle from Deming. It also found that the 
og the transportation beyond Potash, of feeder cattle, from 
Pellemont Ariz., to Potash and later reshipped to Los Angeles, 
: intrastate and beyond its jurisdiction. It has denied a 
ee for the establishment of a joint rate, for the future, 
a Bellemont to Los Angeles via Potash, with transit at the 
on point. The additional findings other than those awarding 


reparation follow: 


at the applicable rate on the feeder cattle from Deming 
ye that such shipments were undercharged; and that 
the applicable rate named was not unreasonable or otherwise unlaw- 
fa. We further find that the applicable rate on the feeder cattle 
ee Campo, not transited, was $91 as shown in the foregoing table, 
and that to the extent a higher charge was collected thereon such 
shipments were overcharged; that one of the shipments from Campo, 
hiled as feeder cattle and not transited, was, in fact, a mixed carload 
of feeder cattle and horses; that the applicable rate on the mixed 
carload was either $91, if the horses were cow-ponies, or $113, if 
they were not cow-ponies, and that such shipment was accordingly 
sither overcharged or undercharged; that the applicable rates on the 
feeder cattle, not transited, and the mixed carload of cattle and 
horses, from Campo, are not shown to have been unreasonable or 
otherwise unlawful; that the applicable rates on the beef cattle and 


the transited feeder cattle from Campo were not unjustly discrimina- , 


tory or unduly prejudicial, but were unreasonable to the extent such 
ery exclusive of the charge of $6.50 for transit service, exceeded 
494,98 and $96.56 per car, respectively. 


CEMENT FOURTH SECTION RELIEF 


With a view to preserving a cement adjustment worked out 
in conferences between railroads and shippers for use in trunk 
line territory and in the adjacent parts in the 60 per cent group 
of central territory, the Commission, by division 3, in fourth 
section application No, 13425, cement in trunk line territory, has 
granted fourth section relief in which it deals with the trouble- 
some equidistant clause of the fourth section. The relief is given 
in fourth section order No. 10599. All other and further relief 
prayed in the application is denied, effective August 27. The 
relief granted applies so as to permit the railroads to establish 
ald maintain rates on cement from points in Maryland, New 
Jersey, New York, Pennsylvania, Virginia and West Virginia to 
destinations in the territories mentioned without observing the 
long-and-short haul provision of the fourth section. The applica- 
tion for relief was made by the tariff publishing agents of the 
central, trunk line and New England territories roads. 

At present the rates are maintained, in so far as the fourth 
section is concerned, under the authority of fourth section order 
No. 9888. They were established February 1, 1929. They are 
the result, says the report, of agreement between the shippers and 
the railroads, on the basis of which complaints had been with- 
drawn and would be withdrawn. 

Establishment of rates in the manner described in the appli- 
cation, the report said, would result in departures from the rule 
of the fourth section over circuitous routes as well as over the 
shortest tariff routes in instances where shorter routes were used 
for computing distances. Rules for computing distances were 
laid down by the Commission in connection with many adjust- 
ments on cement as well as on other commodities. Applicants, 
the report said, sought relief over all departure routes without 
limitation of circuity or prescription of the equidistant clause. 
They based their request, according to the report, upon the alleged 
lecessity in the public interest of preserving the groups resulting 
ftom the adjustment made by agreement between shippers and 
railroads. Cement producers represented at the hearing on the 
application favored a continuance of the group adjustment. The 
Tailroads said the adjustment of rates described could be main- 
tained only if the desired relief were granted. In disposing of 
the matter the Commission said: 


- While the application is ostensibly based on grounds other than 
‘lreuity it is clear that it is to a large extent based on no other 
ground. To the extent to which it is grounded on circuity our 
futhority is restricted by the equidistant clause of the fourth sec- 
je We see no need, however, for imposing any special restric- 
based (2, COMply with that clause in a distance-rate adjustment 
sect] on a formula computing distances approved by us under 
Ee 1 and 3. The equidistant clause merely requires that if 
not * is granted relief on the ground of circuity such relief shall 
cultowe ade intermediate points as to which the haul of the cir- 
the 4 line is not longer than that of the direct line. Certainly 
Pirit of such a prevision is fully met when, not merely the 
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intermediate points, but all points throughout the territory covered 
by the scale are accorded the same basis of distance rates as are 
accorded the competitive points. Furthermore, the letter of the 
clause is not violated when the fundamental theory underlying the 
shortest-possible-route formula is kept in mind. We _ therefore 
conclude that to the extent that the relief herein granted is based 
on circuity, the establishment of rates uniformly on the distance 
bases outlined in the application will result in rates in substantial 
compliance with the equidistant clause. To the extent to which the 
relief granted herein is actually based on the necessity of pre- 
serving the groups agreed upon by shippers and carriers the re- 
strictions imposed by the equidistant clause do not apply. 

Applicants herein will be authorized to establish and maintain 
rates on cement, in carloads, from and to the points herein con- 
sidered, on the bases set forth in the application and to maintain 
higher rates at intermediate points, provided that the rates from, 
to and between the said intermediate points shall not exceed rates 
constructed on the bases set forth in the application and shall in 
no case exceed the lowest combination of rates subject to the act; 
and provided further, that the relief herein authorized shall not 
apply (1) where the distance over the rate-making line or route 
is 150 miles or less and the longer line or route is more than 70 
per cent circuitous; and (2) where the distance over the rate-making 
line or route exceeds 150 miles and the longer line or route is more 
than 50 per cent circuitous; provided, however, that where the dis- 
tance over the rate-making line or route exceeds 150 miles and the 
distance over the longer line or route does not exceed 255 miles, 
relief will apply to such longer line or route even though the said 
longer line or route is more than 50 per cent circuitous. 

In complying with the provisions stated above, the group dis- 
tances upon which the rates are based, or the distances from or to 
base points, may be used in lieu of the actual distances between the 
individual points. 


Commissioner Aitchison noted a concurrence in the result. 
Commissioner Tate, concurring in part, said he approved the 
report except the inclusion of the words “* * * To the extent 
to which the relief granted herein is actually based on the 
necessity of preserving the groups agreed upon by shippers and 
carriers the restrictions imposed by the equidistant clause do 
not apply.” 

He said he did not accept that statement as a correct ex- 
pression of law, though voting, as a member of a division, 
for results which would follow the application of the words 
“now announced by this report as a rule, doing this out of 
deference to the views of the majority of the Commission in 
Rates on Lumber and Other Forest Products, 165 I. C. C. 561.” 
Commissioner Tate said his views were expressed in the dissent- 
ing opinion of Commissioner Farrell in the cited case in which 
he had concurred. The case mentioned was the first one in 
which the Commission took steps to preserve the group adjust- 
ment idea which a minority of the Commission seemed to be- 
lieve had been made impossible by the equidistant clause. 


PLUMBING SUPPLIES 


Following the reasoning and the conclusions in prior cases, 
the Commission, by division 3, in No. 19728, Consumers’ Plumb- 
ing Supply Co. vs. B. & O. et al., has passed on rates on supplies 
used by plumbers from Louisville, Ky., Milwaukee, Wis., She- 
boygan, Wis., Chattanooga, Tenn., Joplin, Mo., and Granite City, 
Ill., to points in Texas. The guiding cases are Union Sanitary 
Works vs. A. & S., 159 I. C. C. 4, and Fisher Supply Co. vs. 
A. & V., 157 I. C. C. 711. This report also embraces No. 20242, 
Morrison Supply Co. vs. A. G. S. et al., and a sub-number, Axtell 
Co. vs. A. T. & S. F. et al. 

Rates on enameled iron laundry tub covers in straight car- 
loads or in mixed carloads with other enameled iron plumbers’ 
goods, not including shower bath stalls, from Louisville, Mil- 
waukee, Sheboygan and Chattanooga were found unreasonable 
prior to July 14, 1928, the date rates prescribed in the south- 
western revision became effective, but not thereafter, to the 
extent they exceeded the fourth class rates established on that 
date, subject to minimum weights applicable in connection with 
the rates charged. 

Rates on bath tubs, in straight carloads, prior to July 14, 
1928, they were found unreasonable to the extent they exceeded 
the fourth class rates established on that day, minimum 24,000 
pounds, subject to rule 34. Rates applicable on such shipments 
between July 14, 1928, and January 5, 1930, based on fourth 
class rates, and the fifth class rates since January 6, 1930, and 
now in effect, were found not unreasonable. 

Rates on mixed carloads of bath tubs and small ware, other 
than shower bath stalls, originating before July 14, 1928, were 
found unreasonable to the extent that they exceeded the fourth 
class rates established on that date subject to the minimum 
weights applicable in connection with the rates charged. It was 
further found that the rates applicable on such shipments made 
between July 14, 1928, and January 5, 1930, were not unreason- 
able and that the fifth class rates established on January 6 were 
and are not unreasonable. Rates on shower bath stalls, straight 
or in mixed carloads, the report said, had not been shown to 
have been or to be unreasonable. Reparation was awarded in 
connection with the phases of the case hereinbefore mentioned. 

Rates on lead goods from Granite City and Joplin were 
found not unreasonable. 
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POSTS AND POLES SLIGO RULE 


With six commissioners writing or concurring in separate 
expressions, the Commission, in No. 20761, MacGillis & Gibbs 
Co. vs. C. B. & Q. et al. and a sub-number, Same vs. Same, has 
found inapplicable the rates charged on wooden fence posts and 
poles, from points in Michigan, concentrated at Gladstone, Mich., 
and forwarded to destinations in Kansas and Nebraska, and 
awarded reparation. It found the applicable rates not unrea- 
sonable. 

This case was presented under the shortened procedure. 
Parties to it filed exceptions to the report proposed by the ex- 
aminer. The controvery was as to the way to use the rule for 
making combinations as well as to whether the rule should be 
used at all and the so-called Sligo principles applied. 

The principal contention of the railroads, the report said, 
was that as the shipments in question were accorded concentra- 
tion services at Gladstone they were not continuous rail ship- 
ments within the meaning of the rule for making rates by com- 
bination. The Commission rejected that view. The report said 
that the concentration arrangement in connection with the in- 
bound and outbound rates had the effect of establishing for rate 
application a continuous movement where the commodity was 
forwarded from the concentration point within the limit pre- 
scribed by the tariffs. 

The Commission found that the rates charged and assailed 
were inapplicable; that the applicable rates were the lowest 
combination rates, namely, the three-factor combinations based 
on Gladstone and other intermediate points on the route of move- 
ment, treated by the combination rule. 

Chairman Brainerd concurred in the decision except in so far 
as it found the rates inapplicable in those instances where some, 
but not all, of the rate factors were subject to the combination 
rule and in those instances where a local rate was used in com- 
bination with a proportional to defeat the through proportional 
rate. 

Commissioner Tate noted a concurrence in part, Commis- 
sioner Farrell dissented, because among other things interstate 
and intrastate rates were combined. Commissioner Lee dissented, 
holding that the rates were applicable but unreasonable and 
Commissioner Aitchison agreed with him. 

Commissioner Mahaffie dissented saying that it was his view 
that where a shipment was accorded transit, the corresponding 
transit rate or rates should take precedence over non-transit rates 
or a combination of transit and non-transit rates. 


CRUDE RUBBER RATINGS 


The Commision, by division 3, in a report written by Com- 
missioner Tate, in No. 21333, Rubber Association of America, 
Inc., et al. vs. Akron & Barberton Belt et al., two sub-numbers 
thereunder, Firestone Tire & Rubber Co. et al. vs. Same, and 
Standard Four Tire Co. vs. Same, and No. 21699, Manhattan 
Rubber Manufacturing Co. vs. D. L. & W. et al., has found not 
unreasonable the carload rating in official classification on crude 
rubber. The two sub-numbers and No. 21699 have been dis- 
missed. 

Rates governed by the western classification were also 
found not unreasonable except that the Commission found the 
rates established pursuant to Consolidated Southwestern Cases, 
123 I. C. C. 203, as amended, were and for the future would be 
and those presently to be established pursuant to Western 
Trunk Line Class Rates, 164 I. C. C. 1, are and for the future 
will be unreasonable to the extent they exceed or may exceed 
50 per cent of the corresponding first class rates. No order 
for the future was issued with respect to western classification 
territory rates. The Commission said it expected such rates to 
be made effective concurrently with the establishment of the 
revised class rates. 

Rates governed by the southern classification were found 
unreasonable to the extent they exceed or may exceed 50 per 
cent of the corresponding first class rates. The southern rates 
are to be made effective not later than July 28. 


CAROLINA WESTERN DIVISIONS 


The Commission, by division 4, on further hearing in No. 
17958, Camp Manufacturing Co. et al. vs. Carolina Western et 
al., has found that a division of 2.5 cents a 100 pounds would 
be the just, reasonable and equitable division to the Carolina 
Western out of the joint rates on lumber established by the 
carriers on January 26, 1928, responsive to the Commission’s 
orders in the original report herein, 136 I. C. C. 33. It has or- 
dered adjustment of the division to that basis back to January 
26, 1928. 

The Atlantic Coast Line, in this case, contended that the 
Carolina Western was a plant facility of the Camp Manufac- 
turing Company and therefore was not entitled to division out 
of joint rates. The short line, six miles long, was organized by 
the manufacturing company. The railroad company so organ- 
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ized, according to this report, was accorded a common cary 
status in Operation of Line by C. W. R. R., 99 1. ©. 0, ig¢ 0% 
Stock of Carolina Western R. R., 99 I. C. C. 191. The j— 
sion in this report said that a further discussion of the a 
bearing on that question was therefore unnecessary. The “a 
mission said that nothing herein contained should be const a 
as an indication of the value of the property under section on 
of the interstate commerce act. (a) 


COMMISSION REPORTS 


Asbestos Shingles 


No. 23694, Ruberoid Co. vs. F. E. C. By division 5, Dis. 
missed. Rate, imported hard asbestos shingles, Jacksonyjjj. 
Fla., to Key West, Fla., applicable. - 


Coal Reparation 


No. 21172, Brannon Coal Co. et al. vs. Southern et aj, By 
division 5, on further hearing. Amounts of reparation due con. 
plainants on various shipments of coal from Alabama mines to 
Meridian, Miss., determined. Previous report 157 I. C. C, 4g¢. 


Common Brick 


No. 23890, Columbus Brick & Tile Co. vs. C. of G. et al, p; 
division 5. Dismissed. Rate, common brick, Columbus, Ga, ¢) 
Guntersville, Ala., not unreasonable. : 


Cotton Gin Saws 


No. 23708, Continental Gin Co. vs. B. S. L. & W. et al, 3 
division 5. Dismissed. Rate, cotton gin saws, Birmingham, Ala 
to Houston, Tex., for export, not unreasonable. Commissioner 
Farrell, dissenting, thought the assailed rate of $1.19 exceedeg 
the maximum of reasonableness to extent it was greater thay 
rate of 97 cents prescribed in Consolidated Southwestern Cages 
as reasonable from Birmingham to Houston, plus a 5-cent termi. 
nal charge at latter point. 


Ginger Ale, Etc. 

No. 23418, Cloverdale Spring Co. vs. A. C. L. et al. By diyi- 
sion 3. Dismissed. Rates, ginger ale and other carbonated 
beverages, carloads and less-than-carloads, Newville, Pa, to 
points in New England, trunk line, central and southern terri. 
tories not unreasonable or otherwise unlawful. 


, Cullet 

No. 23451, Hudson Glass Co. vs. N. Y. N. H. & H. et al. 
By division 3. Dismissed. Rates, cullet (broken glass), Water. 
bury, Conn., to Salem, N. J., and Kane, Pa., and from James. 
town and Rochester, N. Y., to Salem, N. J., not unreasonable or 
otherwise unlawful. 

Paddy Rice 

No. 23678, Rice Growers’ Association of California vs. S. P. 
et al. By division 5. Reparation awarded on finding rates, 
paddy rice, certain points in California to San Francisco, Calif, 
for export, unreasonable to extent they exceeded contempors- 
neous interstate rates on grain from and to the same points by 
more than 25 per cent, observing as minima the rates pre 
scribed in Lake Charles Rice Milling Co. vs. A. & N., 68 1.C.C. 
18, for corresponding distances. 


Cattle and Two-For-One Rule 


No. 23602, W. H. Hodges & Co., Inc., vs. C. M. St. P. & P. 
et al. By division 3. Failure of Illinois Central to provide for 
application of a two-for-one rule in connection with carload 
shipment of cattle, Waukesha, Wis., to New Orleans, La., uw 
reasonable; charges unreasonable to extent they exceeded those 
which would have accrued on basis of rate of 80 cents and 
actual weight of shipment. Reparation of $93.40 awarded. 

Clay Sewer Pipe 

No. 23535, W. S. Dickey Clay Manufacturing Co. vs. St. L- 
S. F. et al. By division 3. Reparation awarded on finding rate 
clay sewer pipe, Birmingham, Ala., to Fulton, Miss., not unduly 
prejudicial but unreasonable to extent it exceeded 21 cents. 


Benzol 
No. 23490, Standard Oil Company of Louisiana vs. F. E. ¢. 
et al. By division 4. Rate, benzol, North Baton Rouge, La. 
Key West, Fla., for export, inapplicable. Applicable rate, 8+ 
cents, unreasonable to extent it exceeded 70 cents. Collectio 
of outstanding undercharges should be waived. 


Paving Brick 
No. 23452, Murphysboro Paving Brick Co. vs. G. S. & F. et al, 
By division 3. Reparation of $385.49 awarded on finding rate, 
paving brick, Murphysboro, IIl., to St. Petersburg, Fla., unreasol 
able to extent it exceeded 33 cents. 
Crushed Stone 


No. 24007, Grace Construction & Supply Co. Vs. —_ 
Service Corporation et al. By division 3. Reparation awarde 























0, 94 
—, 


Tier 
’ and 
Nmis. 
lence 
Con. 
trueq 
19(a) 


Dis. 
ville, 


By 
“0M- 
8 to 
6, 


» (0 


~o Tr ce 


vy 16 1981s The Traffic World 


g rate, crushed stone, Middlepoint, O., to Grace Siding, 


on findin able to extent it exceeded 73 cents a net ton. 


Ind., ynreason 
Lumber 


No. 23782, W. P. Brown & Sons Lumber Co., Inc., vs. F. & C. 
a, By division 3. Reparation of $8.57 awarded on finding 
: plicable rates of 34.5 cents and 36 cents charged on ship- 
me weighing 34,500 and 34,200 pounds, respectively, lumber 
es Zama, Miss., to Frankfort, Ky., and that applicable rate on 
ther shipments involved was 34 cents, minimum 30,000 


these and othe : 
pounds. Applicable rate not unreasonable or otherwise unlawful. 


Roofing Pitch and Coal Tar 


No. 17535, Higginbotham-Bartlett Co., Inc., et al. vs. A. & 
y. etal. By division 5. Following Barrett Co. vs. A. T. & S. F., 
172 L C. C. 319, decided March 3, 1931, and on record herein, 
rates, roofing pitch and coal tar, Ensley and Woodward, Ala., 
‘9 various points in Texas found not unreasonable in past but 
are and for future will be unreasonable to extent they exceed 
or may exceed rates determined by the scale of distance rates 
prescribed in the Barrett case, distances to be computed as 
therein provided. Defendants will be expected when complying 
with order in that case to establish from Woodward rates to 
the destinations considered upon the basis there prescribed for 
rates to the same points from Ensley. Should they not do so 
the matter may be brought to Commission’s attention for entry 
of order. Chairman Brainerd, dissenting, said the rate level on 
pitch and tar prescribed in the Barrett case and here allowed 
was high. In addition he found no facts to justify the difference 
here made in the measure of the rates in the past and for the 


future. 
Wooden Insulator Pins 


No. 22583, Phoenix Utility Co. vs. Tennessee Central et al. 
By division 4. Reparation of $77.45 awarded on finding through 
charges, L. C. L. shipment wooden insulator pins, North Alex- 
andria, Tenn., to Fort Pierce, Fla., unreasonable to extent they 
exceeded those that would have accrued at the contemporaneous 
through carload lumber rate. 


Brick and Related Articles 


No. 21585, Ohio-Kentucky Associated Industries vs. A. & R. 
et al. By division 5. Rate, brick and related articles taking 
same rates, points in Olive Hill, Ky., and southern Ohio groups 
to destinations in Carolina territory unreasonable. Assailed 
rates covered by West Virginia Brick Co. vs. C. & O., 169 I. C. C. 
307, are not unreasonable or unduly prejudicial. Other rates 
assailed are and for future will be unreasonable to extent they 
exceed or may exceed rates under scale prescribed in Brick and 
Clay Products in the South, 88 I. C. C. 548; 109 I. C. C. 161; 
113 I. C. C. 380, and 155 I. C. C. 730 for the average of the 
distances from all of the origin points considered to each of 
the separate destinations, subject to the provisions and limita- 
tions as to the application of that scale expressed in the latter 
case, and subject, as minima, to the rates prescribed for appli- 
cation to intermediate destinations from the same points of 
origin in the West Virginia Brick Case Order for future effec- 
tive on or before July 29. 


Brick and Hollow Building Tile 


No. 19955, West Virginia Brick Co. et al. vs. H. V. et al. 
By division 4. Applicable rates, brick and hollow building tile, 
Fultonham, Nelsonville, Haydenville, Hamden and Wellston, O., 
to certain destinations in Florida were not and are not un- 
reasonable or otherwise unlawful. Any overcharges should be 
refunded promptly. Hocking Valley misrouted certain ship- 
ments that were tendered on bills of lading unrouted, or with 
routing instructions that did not preclude movement via points 
on which lower combination rates were applicable. Reparation 
awarded on account of misrouting. 


Cast Iron Pipe, Etc. 


No. 19062, Krupp Foundry Co. vs. Reading et al. By division 
‘. Rates, cast iron pipe and fittings, Lansdale and Quakertown, 
Pa, to certain points in New York Harbor and northern New 
Jersey not unreasonable or otherwise unlawful, except that 
tates from Lansdale of 430 cents to Long Island City and Ever- 
green, N. Y., and 570 cents to Avon, N. J., were unreasonable to 
extent they exceeded, respectively, the contemporaneous com- 
modity rates of 350 cents to Long Island City and Evergreen 
and 270 cents prior to January 5, 1925, and 330 cents between 
January 5, 1925, and November 1, 1926, both inclusive, to Avon, 
published subject to rule 77 of Tariff Circular 18-A, from Norris- 
town, Pa., and other more distant points. Reparation awarded 
on shipments from Lansdale. 


Forest Products 


No. 21561, Consolidated Coppermines Corporation vs. Nevada 


Northern et al. By division 5, on reconsideration. Finding in 


PAGE 1193 





original report 171 I. C. C. 197, as to unreasonableness of rates, 
forest products, including mining timbers and lumber, points in 
Oregon-Washington group, California coast group and Truckee- 
Hawley group to Kimberly, Ruth and McGill, Nev., modified to 
provide that the rates assailed were, are and for the future will 
be unreasonable to extent they exceeded, exceed or may exceed 
62.5 cents from the Oregon-Washington group points and 47.5 
cents from the Truckee-Hawley group points, subject to the 
present differentials for points taking higher rates than the 
respective origin group, and 55 cents from Oroville and Placer- 
ville, Calif. Reparation awarded. Order for future effective 
on or before August 3. 


Cottonseed Meal 


No. 22494, S. P. Davis vs. Mo. Pac. et al. By division 4. 
Rates, cottonseed meal, Helena, Ark., Memphis, Tiptonville, and 
Covington, Tenn., to points in New York, Pennsylvania, Mary- 
land, Massachusetts and Rhode Island, inapplicable in certain 
instances. Applicable rates not unreasonable or otherwise un- 
lawful. Reparation awarded. 


Petroleum (Products 


No. 22901, Georgia Oil Co. vs. A. B. & C. et al. By division 
3. On reconsideration. Finding in former report, 169 I. C. C. 
686, that the applicable rate, 32.5 cents, gasoline and lubricating 
oils, Jacksonville, Fla., to Douglas, Ga., was and would be un- 
reasonable to the extent it exceeded or might exceed 25 cents, 
modified so as to find the rate unreasonable to the extent it 
exceeded or might exceed 27 cents. Reparation awarded. No 
order for the future was deemed necessary on account of the 
revision of petroleum rates in Petroleum and Its Products, 171 
I, C. C. 286. 

Wooden Boxes 


No. 22975, E. I. Du Pont De Nemours & Co. vs. C. St. P. M. 
& O. et al. By division 3. Upon further consideration applicable 
rates, new wooden boxes, set up, nested, Barksdale, Wis., to Carl 
Junction, Mo., determined to be as follows: From December 9, 
1926, to February 7 1929, inclusive, 73.5 cents; from February 
8, 1929, to March 7, 1929, inclusive, 87 cents; and on and after 
March 8, 1929, 87.5 cents. Applicable rates not unreasonable. 
Rate of $1.20 on fourteen shipments which moved on and after 
January 15, 1929, found inapplicable. Defendants were advised 
promptly to refund overcharges if they had not done so. 


Animal Manure 


No. 23035, American Sumatra Tobacco Corporation vs. L. & 
N. et al., embracing also two subnumbers, Same vs. Same et al., 
and Same vs. Same et al. By division 5. Rate, animal manure, 
New Orleans, La., to Faceville, Ga., unreasonable to extent it 
resulted in charges in excess of those which would have accrued 
on the basis of the aggregate-of-intermediate rates, $2.30, mini- 
mum 60,000 pounds, to River Junction, Fla., and $1.01, minimum 
24,000 pounds, beyond; rates on like traffic, New Orleans to 
Havana, Hinson and Sharon, Fla., prior to January 10, 1929, 
involved in first sub-number, unreasonable to extent they ex- 
ceeded $4.90 a net ton, minimum 40,000 pounds; and, except as 
above noted, assailed rates and minimum weights were not and 
are not unreasonable. Rates and minimum weights on like 
traffic from New Orleans to Havana, Hinson and Sharon on and 
after January 10, 1929, and to Quincy, Mt. Pleasant, Gretna and 
Littman, Fla., involved in second sub-number, not unreasonable; 
subnumber 2 dismissed. Reparation awarded. 


Lumber Dry-Kiln Trucks 


No. 22479, Moore Dry Kiln Co. vs. A. C. L. et al. By division 
3. Dismissed. Less-than-carload rating and rates, lumber, dry- 
kiln trucks, set up, referred to in complaint as lumber dry-kiln, 
truck rollers with wheels and axles in place, Jacksonville, Fla., 
to points in western territory to which the rates are governed 
by western classification not unreasonable. 


Ground Coal 


No. 23593, International Motor Co. vs. Pennsylvania. By 
division 3. Rate, ground bituminous coal, Charleroi, Irwin, Rill- 
ton, and Yukon, Pa.; to New Brunswick, N. J., unreasonable to 
the extent it exceeded 20 cents a hundred pounds, minimum 
50,000 pounds. Reparation of $228.06 awarded. 


Hydraulic Lifts, Etc. 


No. 23579, Memphis Freight Bureau et al. vs. A. T. & S. F. 
et al. By division 3. Second class rates charged, less-than- 
carloads, iron or steel superstructures for automobile hydraulic 
rotary lifts, Memphis, Tenn., to western destinations, inapplic- 
able. Third class rating applicable. Refund of overcharges 
directed. Second class rating, automobile hydraulic rotary lifts, 
less-than-carloads, Memphis, Tenn., to destinations in western 
classification territory, unreasonable to the extent they exceeded 
or may exceed third class. New rating prescribed to be effective 
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not later than August 3. Reparation denied as there was no 
showing that shipments had been made. 


Concrete Sewer Pipe 


No. 23365, Shearman Concrete Pipe Co. vs. M-K-T of Texas 
et al. By division 5. Rate, concrete sewer pipe, Dallas, Texas, 
to Oklahoma City, Okla., unreasonable, on shipments made be- 
tween July 19, 1927, and January 30, 1928, to the extent it ex- 
ceeded 25 cents on unrouted shipments, 32 cents on the routed 
shipment which moved over a 373-mile route, and 33 cents on 
the routed shipment which moved over a 390-mile route. Repara- 
tion awarded. Commissioner Farrell, concurring in part, ex- 
pressed the opinion that reparation should have been awarded 
to the basis of a rate made 17.5 per cent of the first class rate, 
found to have been the maximum reasonable one on April 5, 
1927, and not changed since that time. 


Ground Coal 


No. 22965, M. A. Bell Co. et al. vs. Ann Arbor et al. By 
division 3. Rates, ground or pulverized coal, points in Pennsyl- 
vania, New York, Illinois, Ohio, Michigan and Missouri, destina- 
tions in official territory, including Illinois territory, and west- 
ern trunk line territory, unreasonable, prior to January 17, 1930, 
from and to the points covered by the findings in American 
Radiator Co. vs. New York Central, 159 I. C. C. 139, to the extent 
they exceeded the rates therein prescribed. Rates established 
since that decision, the report said, made an order for the 
future unnecessary. Reparation awarded on shipments prior to 
January 17, 1930. This report also embraces two sub-numbers, 
Atlantic Foundry Co. et al. vs. Same, and American Abrasive 
Metals Co. et al. vs. B. & O. et al. 


Combination Not Inapplicable 


No. 23837, Procter & Gamble Distributing Co. et al. vs. B. & 
O. et al. By division 3. Complaint dismissed. Combinations 
charged, carload and les-than-carloads, various articles, from Cin- 
cinnati and Ivorydale, O., to Kansas City, Mo.-Kan., not shown 
to have been inapplicable. 


Grain Demurrage 


No. 21529, Board of Trade of the City of Chicago vs. A. T. 
& S. F. et al. By division 3. Report by Commissioner Aitchison. 
Complaint dismissed. Demurrage rules and reconsignment charge 
on grain and related commodities held on tracks in the Chicago, 
Ill., district, for inspection, reinspection, or appeal, not un- 
reasonable, unjustly discriminatory, or unduly prejudicial. 


Tars and Pitches 


No. 21630, American Tar Products Co. vs. A. B. & C. et al. 
By division 5. Report by Commissioner Lewis. Rates, tars and 
pitches, Woodward and Ensley, Ala., to the Florida peninsula, 
unreasonable, but not unjustly discriminatory or unduly preju- 
dicial, in violation of either section 3 or section 13, to the extent 
they exceeded or may exceed 17.5 per cent of the first class 
rates, subject to minima in southern classification. New rates 
to be made effective not later than July 29. Reparation awarded. 


Petroleum and Products 


No. 21842, State of Connecticut vs. Pennsylvania et al. By 
division 4. Complaint dismissed. Rates, petroleum and its prod- 
ucts, tank-cars, Marcus Hook and Chester, Pa., Bayonne, Com- 
munipaw, Constable Hook and Eagloil, N. J., to destinations in 
Connecticut, unreasonable to the extent they exceed those pre- 
scribed in petroleum and its products, 171 I. C. C. 286. No order 
for the future necessary. 


Strawberries 


No. 23654, A. W. Venier vs. A. C. L. et al. By division 3. 
Rate charges, three carloads, strawberries, Chadbourn, N. C., 
to Ogdensburg, N. Y., unreasonable to the extent it exceeded 

* $2.32, minimum 12,980 pounds. Reparation of $159.54 awarded. 


Cottonseed Cake Transit 


No. 23212, Case Commission Co. vs. A. G. S. et al. By divi- 
sion 3. Complaint dismissed. Transit charges, cottonseed cake, 
when ground in transit at Jackson, Miss., and the product for- 
warded to Chicago and other points not unreasonable in the 
past nor now unreasonable or otherwise unlawful. 


Lumber 


No. 23857, East St. Louis, Columbia & Waterloo Railway vs. 
L. & N. By division 3. Lawful charges, carload of lumber, 
Repton, Ala., to Waterloo, Ill., found to have been $218.68 on an 
applicable rate of 38.5 cents ascertained by treating a 40-cent 
combination with the rule for making rates on combination, 
based on 56,800 pounds. Parties advised to make settlement on 
that basis, the L. & N. having been accused of refusing to bear 
a share of the refund made to the shipper by the complaining 
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railroad after it had treated the combination by the use 
combination rule. 


Of the 
Potatoes 


No. 23016, El Paso Freight Bureau et al. vs. A. T & 
et al. Rates, potatoes, producing points in Colorado to te . 
tions in New Mexico unreasonable to the extent they ex — 
or may exceed 73 cents from the Greeley district, includin Ph, 
Morgan and Brush, and the San Luis district, except Onie 
cents from Center, and 79 cents from Olathe and other oa 
grouped therewith in the western slope district. New ve 
to be effective not later than August 4. Reparation awartes 


Dairy Products, Lumber, Etc. 


No. 22665, California Pine Box Distributors et al. ys A 
& S. F. et al.; No. 22760, Jensma Creamery Co. et al. yg co, 
and No. 22896, Armour & Co. vs. Same. By division 
plaints dismissed. Upon complaints assailing the a 
charges under line-haul rates plus switching charge of the deli. 
ering carrier collected at Los Angeles, Calif., dairy ang poultry 
products, points in Idaho, Montana and Utah; and the line-hay 
rates plus switching charge of originating or deliver 


8. Same: 
4. Com. 
Ssregate 


in 
collected on lumber and lumber articles, points in Califone 
and other western states, to various destinations: Found: That 


the rates and basis of charges complained of were applicabje: 
that the applicable rates and charges were and are in violation 
of the long-and-short-haul provision of the fourth section but 
not unreasonable or otherwise unlawful. Defendants directei 
to remove the fourth section departures. 


Natural Gasoline 


No. 23220, Solar Refining Co. vs. A. T. & S. F. et al, y 
division 3. Complaint dismissed. Rates, natural gasoline 
tank-cars, group 3 points in Oklahoma to Lima, O., not unres 
sonable. 

Petroleum Liquid Asphalt 


No. 23064, Gibbons & Reed Co. vs. A. T. & S. F. et al, B 
division 3. Rates charged, liquid petroleum asphalt, tank-cars 
Richmond, Calif., to Shelley, Ida., and El Segundo, Calif., to 
Batise Springs, Ida., unreasonable to the extent they exceeded 
57 cents. Reparation awarded. Commissioner McManany, dis. 
senting, said it seemed to him that the evidence fell far short 
of establishing that the assailed rate of 67 cents was unre. 
sonable. This report also embraces a sub-number, Strange. 
Maguire Paving Co. et al vs. A. T. & S. F. et al. 


Blackstrap Molasses 


No. 23025, Southard Feed & Milling Co. vs. C. & A. et al. 
By the Commission. Upon reconsideration, finding in prior re 
port, 168 I. C. C. 687, that a tank-car of blackstrap molasses, 
New Orleans, La., to Kansas City, Mo., there milled in transit 
and reshipped as mixed feed to Adel, Valeria and Colfax, Ia, 
was misrouted, affirmed.. Reparation awarded. Chairman 
Brainerd noted concurrence for reasons other than those stated 
in the report. Commissioners Aitchison, Porter, Lee and Tate 
noted a dissent. Loss of the transit privilege by reason of the 
misrouting was the basis of the complaint. 


Cast Iron Pipe 


No. 19898, Western Carolina Shippers’ Association et al. vs. 
Asheville Southern et al. By division 3. Rates, cast iron pipe, 
Anniston, Bessemer, Birmingham and North Birmingham, Ala, 
and Chattanooga, Tenn., to Asheville, Azalea, Biltmore, Black 
Mountain, Flat Rock, Hendersonville, Saluda, Swannanoa and 
Woodfin, N. C., not unreasonable, unduly prejudicial or other 
wise unlawful except that defendants’ failure to publish aud 
apply rates in accordance with Rule 77 in connection with some 
shipments from Chattanooga to some of the destinations wa 
unreasonable. Reparation awarded. Fourth section relief de 
nied to the extent applications were set for hearing in connec 
tion with this case, effective as of the date of the order to bk 
entered on fourth section application No. 13973, filed for relief 
in connection with rates to be made effective as a result of the 
Commission’s order in Krupp Foundry Co. vs. Southern, 148 I 
C. C. 743 and 156 I. C. C. 415. Commissioner Tate said he cor 
curred in the award of reparation out of deference to the Com: 
mission’s conclusion in the Missouri Portland Cement case. 


Dried Figs and Dates 


No. 20171, Loose-Wiles Biscuit Co. vs. Eastern Steamship 
Lines, Inc., et al., a sub-number, National Biscuit Co. Vs. B. & 
O. et al., and No. 20623, Cartan & Jeffrey Co. vs. B. & 0. et al. 
By the Commission upon further hearing in No. 20623. Rates, 
dried figs and dates, in inner containers, in barrels or boxes, 
carloads, New York, N. Y., and Weehawken and Manhatiat 
Pier, N. Y., to Omaha, Neb., not unreasonable. Rates, dt 
dates, in bulk in boxes, carloads, New York, Weehawken 3 
Manhattan Pier to Omaha not unreasonable prior to on 
1928; unreasonable between May 4, 1928, and May 25, 192%, © 
the extent they exceeded the contemporaneous fifth class rates, 
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yay 16, 1931 


Not unreasonable on and after May 
= 1929. Reparation awarded. Commissioner Mahaffie dis- 
eal from the award of reparation. Commissioners Aitchi- 
” Eastman and Lee concurred in that expression of dissent. 
vor reports, 156 I. C. C, 512, and 160 I. C. C. 603. 


Blackstrap Molasses 


No, 21283, Corn Exchange of Buffalo et al. vs. B. & O. et al. 
the Commission on reconsideration. Finding in former re- 

rt, 167 I. C. C. 538, that rates on blackstrap molasses, New 
a4 N. Y., Philadelphia, Pa., and Baltimore, Md., to specified 
jestinations in New York and Pennsylvania and Hagerstown, 
yd, had been, were and for future would be unreasonable to 
‘xtent they had exceeded, exceeded or might exceed 22.5 per 
cent of the first class rates required to be established between 
ihe same points by Commission's findings in Eastern Class Rate 
investigation, 164 I. C. C. 314, modified. A corresponding find- 
ing was made, for the future only, in respect to rates to Bangor, 
Pa, since intervener at that point did not seek reparation. 
Reconsidered on question of reparation. Commission now finds 
that the rates assailed to destinations other than Bangor were 
yreasonable to extent they exceeded 11 cents from Baltimore 
to York; 13 cents from Baltimore to Hagerstown and Lancaster; 
17 cents from Philadelphia to Hagerstown; 21 cents from New 
York, Philadelphia and Baltimore to Sayre, Oneonta, Cortland, 
Cayuga, and Waverly; and 23 cents from New York, Philadelphia 
and Baltimore to the other destinations considered, and awards 
reparation. Commissioner Eastman, with whom Chairman Brain- 
end joined, agreed that the rates were unreasonable in the past, 
put could see no sufficient reason for distinguishing between the 
past and the future with respect to the measure of unreasonable- 
ness.) The Commission held that its findings for the future 
should stand, but that specific rates should be determined for 


reparation. 


inimum 36,000 pounds. 


By 


Rough-Quarried Marble 


No. 21592, McClymont Marble Co. vs. C. M. St. P. & P. et al., 
embracing also No. 21728, Chester N. Marthens Marble Co. vs. 
B.& 0. et al. These two complaints were originally embraced 
in the report in No. 21761, Henry Marble Co. vs. B. & O. Report 
of Commission on reconsideration. By division 4. In original 
report, 169 I. C. C. 311, rates on rough-quarried marble from 
Port Morris, N. Y., and points within lighterage limits of New 
York Harbor, to Buffalo, N. Y., and other points, were found 
unreasonable to extent they exceeded rates contemporaneously 
in effect on like traffic from Boston, Mass., and points taking 
same rates to same destinations. Finding on reconsideration 
as to certain shipments is that the rate charged on shipments 
uder consideration from Long Island City to Chicago was 
inapplicable; that applicable rate was 34.5 cents and that this 
rate was not unreasonable. Rates assailed from remaining 
pints of origin to Chicago and Milwaukee unreasonable to ex- 
tent they exceeded 34.5 cents but not otherwise unlawful. 
Reparation awarded. 

Hogs 

No. 22935, North Packing & Provision Co. et al. vs. C. B. & 
Qetal. By division 4. Rates, hogs, Burlington and other Iowa 
points and Keithsburg and Savanna, Ill., to points in trunk line 
and New England territories. Complainants damaged in amount 
of the difference between charges paid and those which would 
have accrued at rates of 55 cents to Baltimore and Harrisburg 
and 58 cents to the other destinations, found reasonable in 
Eastern Livestock Cases of 1926, 144 I. C. C. 731, for application 
when shipments moved. Reparation awarded. 


Coal 


_ No. 22953, Southern Coal Co. vs. I. C. et al. By division 3. 

Written by Commissioner Aitchison. Dismissed. Rates, bitu- 

—— mines in Alabama to Blytheville, Ark., not un- 
onable. 


A. T. & N. BONDS 


The Commission, by division 4, in Finance No. 8764, has 
authorized the Alabama, Tennessee & Northern Railroad Cor- 
poration to issue and pledge, for short-term notes, $403,000 of 
Prior-lien mortgage 6 per cent gold bonds. 


MILWAUKEE ABANDONMENT 


- The Chicago, Milwaukee, St. Paul & Pacific Railroad Com- 

Pahang ae No. 8460, has been authorized by the Commis- 

is vision 4, to abandon part of a branch line extending from 

aa to Lynn, 6.76 miles, in Wood and Clark counties, Wis- 
n. Protest was made against abandonment. 


COMMISSION PRACTITIONERS 
naan following have been admitted to practice before the 
Thom sion: H. Payne Breazeale, Baton Rouge, La.; Dan 
88 Costello, San Francisco, Calif.; Edward T. Haynes, 
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Washington, D. C.; Clayton Jones, Wilmington, D. C.; Michael 
B. Kyvik, Fort Wayne, Ind.; James William McCullough, Hous- 
ton, Tex.; Harold N. McLaughlin, Cleveland, O.; Joseph H. 
Miller, St. Louis, Mo.; Forrest Otis Moore, Ardmore, Okla.; 
Hugh B. Olds, Fort Wayne, Ind.; Douglas L. Orme, Fort Worth, 
Tex.; George J. Steinmetz, Minneapolis, Minn. 


INTERNATIONAL C. OF C. AND 
TRANSPORT 


In a discussion of flag discrimination at the sea transport 
group meeting of the sixth general congress of the International 
Chamber of Commerce in Washington, Ira Campbell, speaking 
for American steamship owners, said that the United States was 
determined to have a merchant marine and that in view of 
higher costs in the United States than abroad with respect to 
shipbuilding and ship operation, the difference in cost had to 
be made up. He said the hope of the shipowners in the United 
States was that the objective sought could be attained without 
the necessity of discrimination of any character. He said the 
American shipowners believed discrimination should be avoided 
in the direct trades, but that in indirect trades, so far as foreign 
ships were concerned, the Americans reserved the right of 
action. He referred to the Cunard Line operating in the trade 
between New York and Cuba as the worst example of a foreign 
line plying between the ports of two countries foreign to it. 

Lord Marks, of Woolwich, Great Britain, spoke in favor of 
elimination of flag discrimination, and urged the session to go 
on record further against it, but Sir Alan Anderson, of Great 
Britain, did not think it necessary to make any further reso- 
lution in addition to action taken heretofore on the subject. 
The session adopted the latter view of the matter. 

C. S. Haight, chairman of the bill of lading committee of 
the international chamber, reviewed the progress that had been 
made toward adoption of the Hague Rules governing the car- 
riage of goods by sea. He predicted that Congress would pass 
legislation embodying the rules as revised in proposed legisla- 
tion at its next session. 

Keith J. Middleton, chairman of the foreign trade bureau 
of the Seattle Chamber of Commerce, told the meeting of ob- 
jections of Puget Sound shipping interests to provisions in the 
revised Hague Rules with respect to deviation and deck cargoes. 
He said Puget Sound shipping interests, because of practices 
involved in loading at one Puget Sound port and then proceed- 
ing to another port and possibly returning to a port that had 
been left, feared that such practices would constitute deviation 
under the proposed rules as revised. The loading of lumber 
on decks of vessels, under the rules, he explained, the Puget 
Sound interests felt, would preclude the giving of a negotiable 
bill of lading for deck cargoes. He said, however, that there 
was no objection to the proposal for uniformity and expressed 
hope that the matter would be worked out so that the rules 
might be adopted. 

M. Boeger, of Germany, presided at the discussion of flag 
discrimination, and also participated in the discussion relating 
to the Hague Rules, setting forth some objections of German 
shipowners to certain phases of the rules. 


_ A resolution was adopted to the effect that the International 
Chamber of Commerce again affirmed its strong conviction that 
uniform laws and uniform bills of lading were required for the 
proper handling of international commerce. The resolution 
stated further that the chamber noted with satisfaction the re- 
cent progress made in the United States and in France toward 
adoption of the Hague Rules and welcomed announcement by 
the Pan American Union that at the fourth Pan American com- 
mercial conference to be held next October an effort would be 
made to work out uniformity between the nations of the Ameri- 
cas on the principles of the Hague Rules. It was further urged 
that the strongest affirmative action be taken by the national 
committees in all countries to the end that “this constructive 
reform may be accomplished at the earliest possible date.” 

Several resolutions dealing with various transportation 
questions were adopted by the International Chamber of Com- 
merece at its closing session of the sixth general congress of the 
organization in Washington May $. 

The chamber adopted a resolution providing for study and 
report on coordination of the various means of transport 
through a joint conference, thus approving action taken at the 
joint highway and rail transport group meeting of the congress. 
(See Traffic World, May 9.) It also adopted resolutions relating 
to highway transport favoring an inquiry to determine the 
further uses to which highway transport can be put with a 
special view to its influence upon business advancement, and 
setting forth general conclusions with respect to highway 
finance in connection with road administration, road construc- 
tion and road budget. In the resolution on highway finance 
it was declared that special taxes on highway users should be 
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limited to such amounts as would not tend to deprive the public 
of the normal development of motor transportation. 

The resolution adopted by the sea transport group meeting 
with reference to uniform bills of lading based on the prin- 
ciples of the Hague Rules was adopted by the chamber. 

In another resolution the chamber urged steps be taken 
looking toward ratification of international conventions of value 
to international commerce and shipping. The question of flag 
discrimination, discussed in the sea transport group meeting, 
was covered in this resolution, that being one of the things 
sought to be eliminated through adoption of the international 
conventions. 

International air regulations were dealt with in several 
resolutions. At the air transport group meeting, Sir Harry 
Brittain, of the London Chamber of Commerce, reviewing the 
growth of air transport, said the air must be international and 
that the aim should be “the freedom of the air.” 

“It is essential,” said he, “that the various countries con- 
cerned should do all they can to facilitate the rapid transit of 
goods and passengers by modifying frontier difficulties.” 

Sir Harry said aeroplanes would soon be flying long distances 
with heavy loads and these loads might not necessarily be 
destined for ports of entry but might be proceeding to a town 
far inland or even a country far beyond another country’s 
boundary. Therefore, said he, customs regulations and pass- 
port difficulties must be made as easy as possible so that no 
time would be wasted in transit. 

“Air transport is to save time and it is in the interest of 
everybody concerned to eliminate delay,” said he. 


AUTOMATIC TRAIN CONTROL 


Forestalling automatic application of air brakes without at 
the same time obeying restrictive signals is condemned by 
W. P. Borland, director of the Commission’s Bureau of Safety, 
in a report on the side collision between a passenger train of 
the Chicago, Milwaukee, St. Paul & Pacific and a passenger train 
of the Chicago, St. Paul, Minneapolis & Omaha at the intersec- 
tion of the tracks of the two railroads at Camp Douglas, Wis., 
February 28, which resulted in the death of one employe, and 
the injury of 17 passengers, 2 employes, 6 mail clerks and one 
Pullman employe. 

Director Borland said the accident was caused by the fail- 
ure of Engineman Taylor, of the C. M. St. P. & P. train No. 16, 
properly to control his train in accordance with the rules and 
signal indications when approaching a crossing upon which a 
train of the other line was standing. 

Engineman Taylor, according to the report, observed re- 
strictive signals, took steps to reduce the speed of his train, 
and used a device to prevent operation of the automatic train- 
stop device to cause an automatic application of the brakes. 
The report said such action was in conformity with the rules 
and instructions in effect, adding that the rules of the C. M. 
St. P. & P. were not as definite and explicit as they should be 
concerning the action which should be taken by the engineman 
after receiving a restrictive indication and forestalling an auto- 
matic brake application. 

Director Borland entered into a general discussion of the 
question of forestalling automatic brake applications. He said 
the automatic train-stop devices, or the greater portion of them, 
were installed by the carriers pursuant to orders of the Com- 
mission. By order of June 13, 1922, prescribing specification 
and requirements for automatic train-stop devices, it was re- 
quired that the device bring the train to a stop, after which 
the engineman could restore the apparatus to normal condition 
and the train be permitted to proceed. At the solicitation of 
the carriers, however, said the report, this requirement was 
modifid by order of July 18, 1924, by permitting the use of a 
forestalling device by means of which the engineman could 
forestall an automatic application of the air brakes and then 
“control his train in the usual manner in accordance with hand 
signals or under limits fixed by train order or prescribed by 
the operating rules of the company.” 

Director Borland said the use of a forestalling device was 
not required, and that the statement was made in the concurring 
opinion in the proceeding upon which the order of July 18, 1924, 
was based, that “If experience shows that the permissive fea- 
ture does not fulfill its purpose we can at any time require its 
elimination.” 

“On some railroads,’ continued the director, “the rules 
provide that an engineman shall not forestall an automatic 
brake application until a restrictive signal has been observed 
and ‘is being obeyed.’ This provision, together with the inter- 
pretation of approach and caution indications referred to in the 
foregoing, evidences a proper appreciation of the safety ques- 
tions involved and should be incorporated in the rules of all 
railroads using devices of this character.” 

Automatic train-control and train-stop devices installed pur- 
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suant to orders of the Commission have been in gs 


as ervic 
periods of from five to seven years or longer, and a number. 


accidents have occurred where these devices were jp servi 

according to the report, which includes a summary of 29 oo 
investigated and being investigated by the Bureau of Safety “ 
comment thereon as follows: om 


At the time of preparation of this report, investigation of th 
three accidents listed had not been completed. Of the other 9° 
dents, 4 were due to striking motor vehicles, 2 to excessive spe pe 
curves, 2 to defective equipment, 2 to broken rails, 1 to pte 
tampering, 1 to a break-in-two, 1 to track stripped preparatory 
ballasting, and 1 to debris from a freight wreck fouling an ada 
ing track directly in front of an approaching train. jj a 
other 12 accidents were of a type which train-contro] devices sh the 
have prevented; in 1 case the train-stop device as installed did no 
provide adequate braking distance; in 1 case there was a defe Prat 
switch and the signals displayed the proper indications but the 
engineman had received instructions that the signals were not Wo it 
ing and did not notice the condition of the switch until the acciden; 
occurred, and in 5 cases the condition of the block was changed 
either by another train or an open switch after the approachis 
train had passed the last signal. In four of these last-mentiones 
cases the type of installation on the particular road involyeq Ft 
not afford the engineman any warning of the changed condition 
while in the other case such a warning was given but the distance 
was too short to enable the engineman to stop. In each of the remain. 
ing five instances the engineman forestalled the automatic applica. 
tion of the air-brakes and then failed properly to control the speed 
of his train. Four of these have occurred within the past year. 








WHEAT TRANSIT TIME 


Western railroads, at the request of shippers, have askeg 
for more time in which to move wheat from storage in Minne. 
apolis and St. Paul to milling points in the interior. They haye 
asked, through E. B. Boyd, their tariff publishing agent, the 
Commission’s permission, on one day’s notice, to change their 
tariffs so as to establish a limit not exceeding four years op 
grain covered by billing dated not more than 34 months prior 
to the effective time of the desired change. Shippers believe 
the conditions that have existed for a number of years, of de. 
creased domestic consumption and smaller exports, warrant 
this further extension of the time within which they should be 
permitted to use the proportional rates, on wheat and its prod- 
ucts chiefly, generally applicable on grain moving from ele. 
vators to milling points for grinding. 

The Boyd application was supported in a statement of con- 
ditions prepared by Frank B. Townsend, director of traffic of the 
Minneapolis Traffic Association. Among the things he said was 
that much of the wheat stored at Minneapolis was controlled 
by the federal Grain Stabilization Corporation, which had an- 
nounced that its policy would be not to market the storage 
wheat until the new crop had been marketed so as to prevent 
the depressing of the price for new wheat. Mr. Townsend also 
pointed out that the amount of stored grain in Minneapolis 
increased from 1,952,435 bushels on July 31, 1926, to 35,337,200 
bushels on April 4, 1931. On the last mentioned day, Mr. Towns 
end said that the stored grain amounted to 298,121,000 bushels 
in the United -States. 

The proposal is to extend the life of billing of various peri- 
ods by various means, but in no instance for a longer time 
than would make the life of the billing more than four years, 
most of the stored commodity about which there was anxiety 
being wheat of milling grade. 


FINANCE APPLICATIONS 


Finance No. 8818. Joint appliction of Baltimore & Ohio Railroad 
Co. and Mount Jewett, Kinzua & Riterville Railroad Co. for former to 
acquire control, by purchase of stock, of latter, for approval of prior 
acquisition by the Mount Jewett of part of the line of the Kushequa 
Railroad Co., and their operation under an operating agreement. In 
authorizing the B. & O. to acquire control of the Buffalo, Rochester 
& Pittsburgh, the Commission imposed conditions looking to the 
acquisition by the B. & O. of the Mount Jewett. 

Finance No. 8825. Burlington-Rock Island Railroad Co. asks au- 
thority to acquire and operate an extension under trackage contract 
with Galveston Terminal Railway Co., to afford it terminal facilities 
at Galveston, Tex. 


Finance No. 8819. Joint application of Mt. Jewett, Kinzua & 
Riterville Railroad Co., Kushequa Railroad Co., Smethport Railroad 
Co., Keating & Smethport Railroad Co., Buffalo, Bradford & Kane 
Railroad Co., Kane Railroad Co., and Mead Run Railroad Co., = 
authority to abandon a line extending from Kushequa to East Smeti- 
port, Pa., approximately 19 miles. ; ™ 

Finance No. 8820. St. Louis Southwestern Railway Co. | asks 
authority nominally to issue $1,116,000 of first terminal and unifying 
mortgage bonds. ; iia 

Finance No. 8821. Galveston Wharf Co. asks authority to Issue 
$424,000 of 5% per cent mortgage bonds. ' a 

Finance No. 8822. Chicago & North Western Railway Co. anid 
issue $555,000 of general mortgage 414 per cent 80 


authority to tthe 
to be held by applicant until further order 0 


bonds of 1987, 
Commission. 
Finance No. 8823. and ii 
ceivers ask authority to abandon the St. Marks branch in Wa 
county, Fla., less than 3 miles. ‘ania 
Finance No. 8824. Seaboard Air Line Railway Co. and its a 
ceivers ask authority to abandon the Covington branch in Jeffers 
and Taylor counties, Fla., extending from Leonton about 8 miles. 


Seaboard Air Line Railway Co. and Se 
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Proposed Reports in I. C. C. Cases 
sisi aesatiiidaaieiiaiaaeaecinat 


cLAY AND SHALE PRODUCTS 


, revision of rates on sewer pipe, farm drain tile and 
her clay and shale products, including common brick, from 
ooints of production in southern territory to the Florida penin- 
‘la and to and within the Carolinas has been proposed by 
syaminer John McChord in No. 23923, W. S. Dickey Clay Manu- 
igcturiDg Co. vs. A. B. & C. et al., and the cases joined with it. 
The examiner proposes findings of unreasonableness, unjust 
jgcrimination against interstate commerce and undue prefer- 
nce of intrastate commerce. The other cases joined with this 
", are: No. 23947, Alabama Brick and Tile Co. vs. L. & N. 
al, and No. 21377, W. S. Dickey Clay Manufacturing Co. vs. 
\ @R. et al., and Sub-No. 1, W. S. Dickey Clay Products Co. 
»; Alcolu Railroad et al., No. 24011, Columbus Brick and Tile 
to, vs. A. B. & C Railroad Company et al., and I. & S. No. 3525, 
yoportional rates on clay, concrete and shale products from 
uthern classification territory to Florida basing points. 

The proposed revision of the rates in southern territory, 
cluding the Florida peninsula, was stated by the carriers to be 
he result of the Commission’s order in Lee Clay Products Co. 
vs. C. & O., 167 I. C. C. 630, a case in which the Commission 
jalt with rates from Clearfield, Ky., into the south. In that 
ase the Commission condemned the relationship of rates, 
shiely on sewer pipe, as between Clearfield, on the one hand, 
ad competing points such as Cannelton, Ind., Louisville, 
jwensboro and Frankfort, Ky., on the other. Based on the 
finding in that case the examiner said that the carriers estab- 
lished rates 17.5 per cent of first class on sewer pipe and kindred 
artides and 16 per cent on drain tile except to the Florida 
peninsula) The rates to Jacksonville and Florida Transfer, Fla., 
for the making of combinations to the Peninsula were suspended. 
The other part of the revision was allowed to go into effect. 

McChord said the Commission should find as follows: 


(1) That the rates charged for the transportation of sewer pipe 
ud related clay products taking the same rates, also farm drain 
tle, in carloads, from Birmingham, Ala., Macon, Ga., Rome, Ga., 
‘hattanooga, Tenn., Decatur, Ala., Columbus, Ga., and Daisy, Tenn., 
) points in Florida south of Jacksonville, Fla., and south of the 
Seaboard Air Line Railroad extending from Jacksonville to River Junc- 
ton, Fla. were, are and for the future will be unreasonable to the 
‘xtent that they exceeded or may exceed 17.5 per cent of the present 
irst-class rates on sewer pipe and 16 per cent of the present first- 
lass rate on farm drain tile from and to such points of origin and 
ee om minimum 26,000 pounds, subject to Rule 34 of southern 
assincation. 

(2) The Commission should further find that the present rates 
aid minima on sewer pipe and related articles taking the same rates, 
|so farm drain tile, from Birmingham, Ala., Macon, Ga., Rome, Ga., 
nd Chattanooga, Tenn., in carloads, to points in North Carolina 
and South Carolina are not unreasonable, but to the extent that the 
present interstate rates on said commodities exceed the interstate 
rates that were in effect between said points, prior to October 25, 
“iJ, Said rates are unjustly discriminatory against complainant 
sing undue preference and advantage to producers of sewer pipe 
and drain tile in North Carolina and South Carolina, in comparison 
with the intrastate rates charged on such commodity between sta- 
ons in said states respectively; and to that extent imposing an 
indue burden upon interstate traffic. A uniform minimum of 26,000 
“ounds for interstate and intrastate traffic in North Carolina and 
‘outh Carolina should be established. The North Carolina Corporation 
‘mmission and the Railroad Commission of South Carolina should 
nerease their respective intrastate rates on said traffic equal to the 
(rease stated on the same interstate traffic. 


_ (3) The Commission should further find that the rates charged 
the transportation of articles in the standard brick list as defined 
— General Brick Case, 68 I. C. C. 213, 80 I. C. C. 179, from Co- 
umbus, Ga., to points in the peninsula of Florida were, are and 


“r the future will be unreasonable to the extent that they exceed, 
‘Xceeded or may exceed rates determined by the application of the 
ance scale prescribed in Brick and Clay Products in the South, 

LC 3, 155 I. C. C. 730, to the entire distance plus the 


rs) we “se O40, 
‘traries shown in the appendix to the report in Dann-Gerow 


pany et al. vs. Alabama Great Southern Railroad Company et al. 
ined C. C. at page 676, for the part of the haul south of the Sea- 
— Air Line extending from Jacksonville, Fla., to River Junction, 
a oe distance to be computed over the shortest routes over which 
‘tload traffic can be moved without transfer of lading. 


LAKE CARGO COAL 


- In proposing a dismissal of No. 23240, Ohio Lake Cargo Coal 
Went Committee et al. vs. Baltimore & Ohio, and No. 23241, 
ienaine Pennsylvania Coal Traffic Bureau vs. B. & O. et al. 
indore as the Lake Cargo Coal Cases, 1930, Examiner C. M. 
a ell gave recognition to the fact that the northern and 
—_ railroads were a unit in these cases and that changed 
cg in the northern coal districts were enabling northern 
He ors to regain some of their lost lake cargo coal tonnage. 

Said that the Commission should dismiss the cases on the 


finding that the rates were neither unduly prejudicial nor unduly 
preferential. 

“It is unquestionably true,” said Bardwell, “that the rate 
adjustment here assailed is more favorable to the southern op- 
erators than would be the case if it were based upon a distance 
scale of maximum reasonable rates. It is also probable that 
if the Commission were faced with the task of prescribing maxi- 
mum reasonable rates from both the northern and the southern 
fields it would not upon the evidence contained in this record 
find transportation conditions as a whole so dissimilar as to 
justify the prescription of a lower level of rates from the south- 
ern than from the northern fields.” 

Bardwell took cognizance of the better balanced traffic for 
the northern railroads produced by the iron ore traffic which 
they hauled from the lake ports often in the cars which had 
brought lake cargo coal to those points. He said the record 
indicated that operating conditions over the routes from the 
southern districts other than Fairmont were somewhat more 
favorable than over the routes from the northern districts, but 
against that advantage, he said, had to be placed the better 
balanced traffic over the routes serving northern districts and 
Fairmont, due to the iron ore movement, 

“But the charging by the carriers of rates less than reason- 
able maxima,” said Bardwell, “does not necessarily violate the 
third section of the interstate commerce act.” 

The examiner said that in administering the third section 
the Commission had consistently followed an interpretation 
stated by it in Galveston Commercial Association vs. G. H. & 
S. A., 128 I. C. C. 349. In that case the Commission said the 
fact that the law declared unlawful only discrimination that was 
unjust and only prejudice that was undue, indicated that it was 
the intent to give the carriers some latitude in fixing rates, and 
that distance or cost of service needed not~to be the sole cri- 
terion by which rates should be measured. 

“And this latitude,” said Bardwell, “has been given its widest 
scope in the case of commodities like coal which are produced 
in areas limited by nature and whose free movement is of vital 
importance to the public. As to such commodities, even the 
blanketing of large areas under a single rate is frequent. Rate 
blankets in the lake cargo coal adjustment itself are extensive. 
The rate of $1.43 from the Ohio districts covers hauls ranging 
from 114 to 282 miles, a difference in distance of 168 miles with 
no difference in rates. The difference between the longest and 
shortest haul from the Pittsburgh district is 168 miles, from the 
Connellsville district, 181 miles, from the Fairmont district, 130 
miles, from the southern, $1.96—districts, 157 miles, and from 
the southern, $1.81—districts, 215 miles. It is interesting to con- 
trast the total disregard of distance within these rate blankets 
with the recognition accorded distances by the rate differentials 
here assailed.” 

The northern operators, complainants in these cases, pointed 
to the fact that since the lake cargo adjustment was first con- 
sidered by the Commission in 1912, the tonnage of lake cargo 
coal from the northern districts had materially fallen off, while 
that from the southern districts had greatly increased as proof 
that the result of the adjustment had been actually to injure 
them and to prefer unduly their southern competitors. In dis- 
cussing that phase of the matter Bardwell said that in each of 
the three years immediately preceding the entrance of the 
United States in the world war, the complaining districts pro- 
duced approximately 56 per cent of the lake cargo tonnage. At 
that time, he said, the basic differential was 19 cents. It was 
increased to 25 cents in 1917 and continued at that figure until 
it was again increased on August 10, 1927. He called attention 
to the troubles of the northern operators in the matter of wage 
scales which resulted, by 1927, in a large percentage of the 
northern mines being operated on the open shop basis. 


“The rapid shift of tonnage from the northern to the 
southern fields,” said Bardwell, “which began in 1924, obviously 
was not due to the freight rate differential. Beginning with 
1928 a definite swing of tonnage back to the northern districts 
is shown.” 

Examiner Bardwell said that the interest to the carriers 
was an important fact to be considered in this long continued 
relativity fight. 

“In this proceeding,” said he, “contrary to their position in 
the last previous case, in which these rates were considered, 
the carriers originating coal in the northern districts join with 
the southern carriers in opposition to any widening of the differ- 
entials. In the exercise of their managerial discretion and 
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under the stress of competition, carriers often establish rates 
and rate relationships which the Commission could not require 
them to establish. When such rates appear as a whole, to be in 
the public interest, they should not be condemned merely be- 
cause they do not bear the same relationship to each other as 
would maximum reasonable rates between the same points.” 

The foregoing declaration was made immediately prior to 
the recommendation that the rates assailed should be found not 
unduly prejudicial or unduly preferential. Bardwell said that 
that conclusion had been reached without regard to the question 
of individual defendants’ participation in and responsibility for 
the rates and rate relationships assailed. He pointed out that in 
the lake cargo coal rate cases of 1925, the Commission had found 
no basis for a finding of undue prejudice. There had been no 
material change in the facts upon which that finding was based, 
Bardwell said, except that the Hocking Valley railroad had lost 
its identity as a separate carrier and had become an integral 
part of the Chesapeake & Ohio. He said that the Chesapeake & 
Ohio (Hocking Valley) was an originating carrier in the Hock- 
ing district, a complaining district in the title case. 

Prior to those parts of the report herein already mentioned 
the examiner made the necessary formal recitals about the com- 
plaints, the title case having been brought by operators in 
southern and southeastern Ohio, the rates from whose mines 
are 3 cents a net ton under those from the mines of the com- 
plainants in No. 23241, Western Pennsylvania Coal Traffic Bureau 
vs. B. & O. et al. He also briefly narrated the history of the 
adjustment from the time of the original lake cargo coal case 
decision, Advance in Coal Rates by C. & O., 22 I. C. C. 604, in 
1912, to the last decision, Lake Cargo Coal, 139 I. C. C. 367, in 
1928. In that case the Commission undertook to increase the 
differentials between the basic northern districts and the basic 
southern districts from 25 and 40 cents a net ton to 45 and 60 
cents. He also recited the facts about the negotiations between 
the railroads which resulted in the establishment of the present 
basis differentials of 35 and 50 cents, commonly called the 
“compromise adjustment.” 

The rates agreed upon in that compromise adjustment, 
wholly a matter between the railroads, became effective on 
January 1, 1929, when the Commission refused to suspend the 
schedules in which the railroads showed that they had agreed 
upon something to govern their conduct without regard to the 
dissatisfaction of the mine operators. The rates resulting from 
that compromise became $1.46 from the Pittsburgh district, 
$1.81 from the high volatile southern districts, and $1.96 from 
the low volatile districts. These are the ones in effect now. They 
are the ones which resulted in the Supreme Court of the United 
States saying that the controversy had become moot, in so far 
as Anchor Coal Co. vs. United States, 25 Fed. (2) 462, was con- 
cerned. That Anchor case was begun by the southern operators 
when the Commission tried to establish the 45 and 60 cent basic 
differentials. They obtained an injunction, but before the case 
could get to the Supreme Court of United States, the railroads 
made the compromise which constrained the higher court to 
say the question was moot. 

Examiner Bardwell discussed all the data submitted by both 
sets of operators in almost as great detail as examiners and the 
Commission discussed such data in the prior cases. He devoted 
a section of his report to competitive conditions, saying that no 
comprehensive statement as to the relative mine prices of 
northern and southern coal could be made from the record. He 
said the southern operators vigorously opposed any increase in 
the present differentials. He said that intervening consumers 
of lake cargo coal in the northwest strongly urged their interest 
in the lake adjustment, contending that any widening in the 
present differentials would deprive them of the benefit of com- 
petition between the northern and southern fields. 


RAW PEANUT ADJUSTMENT 


Examiner Alfred G. Hagerty, in No. 20455, Gordon Candy 
Co. et al. vs. A. C. L. et al. and six reopened cases joined with 
it for further hearing, has recommended that the Commission 
find unreasonable, in certain particulars, rates on raw peanuts, 
shelled and unshelled, from the Virginia-North Carolina and 
southeastern districts to designated Missouri River cities and 
to Lincoln, in specified particulars. He has further recom- 
mended the affirmance of previously made findings in reference 
to some rates and modification as to others, prescription of 
new rates, grant of temporary fourth section relief and an 
award of reparation. 

The other cases joined with this one are: No. 20455, Gordon 
Candy Co. vs. A. C. L., 157 I. C. C. 508; No. 18726, Loose-Wiles 
Biscuit Co. vs. St. L.-S. F., 136 I. C. C. 353; No. 20008, Mueller- 
Keller Candy Co. vs. A. T. & S. F., 136 I. C. C. 353; No. 20793, 
J. F. Garney Co. vs. A. B. & A. R., 157 I. C. C. 563; No. 21101, 
Johnson Jury Co. vs. A. F. & G., 163 I. C. C. 46; and No. 21860, 
Loose-Wiles Biscuit Co. vs. M. P., 163 I. C. C. 439; includes also 
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two cases in which no findings have previously been made: yi, 


23326, C. F. Schobert & Co. vs. A. T. & S. F 
Chase Candy Co. vs. A. T. & S. F. 

Hagerty proposed a finding that the through combina; 
commodity rates at present applicable were not and fo; te 
future would not be unreasonable or otherwise unlawfu] er 
that temporary fourth section relief be granted to circuitous 
routes protected by applications to continue departures from - 
long and short haul part of the fourth section. ‘ 

The examiner made findings of evidential facts anq findings 
of ultimate facts. In his third finding of ultimate fact he gi 
“within the two-year statutory period preceding the filing ; 
the respective complaints, and pendente lite, the rates assailed 
in each of them, then applicable, with the exception of the 
rates from the southeastern district to the destinations named 
herein, were, when charged, unreasonable to the extent ther 
exceeded the rates at present applicable as shown herein ip find. 
ing No. 5 of the findings of evidential facts, subject to g car 
load minimum of 30,000 pounds.” In that finding No. 5, Hagerty 
recited that in the statutory period prior to August 23. 199) 
the through combination class rate from Virginia Cities r 
Kansas City was 109 cents. In that period he added a py. 
portional rate of 58 cents was applicable on traffic for Coloragy 
points and effective August 23, 1930, it was made applicable o, 
traffic for Kansas City (a liissouri River city), the through rate 
thus becoming 96 cents. Irom the Virginia Cities to Memphis 
he said, on traffic for Kansas City a proportional commodity rate 
factor of 58 cents was maintained throughout the statutory 
period and for several years prior thereto, “having voluntarily 
been established to meet boat line rates on the Mississippi Rive 
from the gulf.” 

In the fourth of his findings of ultimate fact Hagerty said 
that within the two year statutory period preceding the filing of 
the respective complaints, and pendente lite, the rates assaileg 
and then applicable from the southeastern district to the des. 
tinations named, were, when charged, unreasonable to the extent 
that the separately published factors from Cairo, to the destina. 
tions named, exceeded 38 cents. He said the findings of ult). 
mate facts included the rates on both shelled and unshelled 
peanuts. 


+ and No, 2396 


PROPOSED REPORTS 


Tank Material 


No. 23996, Maloney Tank Manufacturing Co. vs. A. T. &S-F. 
et al. By Examiner G. L. Shinn. Dismissal proposed. Com. 
plaint alleging charges, tank material, Gary, Ind., to Panhandle, 
Tex., Seminole, Okla., Rawlins, Wyo., Smackover, Ark., Denver, 
Colo., and Kevin, Mont., inapplicable, barred under limitation 
provisions of section 16 of act. 


Bar Supports or Chairs 


No. 23566, Concrete Engineering Co. vs. C. & E. I. et al 
By Examiner C. Garofalo. Dismissal proposed. Rate, two 
L. C. L. shipments of bar supports or chairs, iron or steel, in 
bags, Chicago Heights, IIl., to San Luis Obispo, Calif., not shown 
to have been inapplicable. 


Switching Charges on Grain, Etc. 


No. 23378 (Sub. 1), Dairyman’s Feed & Supply Co., Inc.,, vs. 
A. T. & S. F. et al., embracing also No. 23378 (Sub. No. 3), Same 
vs. Same et al. By Examiner G. H. Mattingly. Failure of 
defendants to absorb switching charge of $2.70 a car on Nol: 
competitive interstate shipments of grain, grain products ani 
poultry and stock feed, carloads, whén switched to or from 
complainant’s plant at Los Angeles, Calif., served exclusively 
by Southern Pacific, while at same time absorbing switching 
charges in a like amount on similar shipments switched to 
from industries served by Los Angeles Junction Railway within 
the switching limits of Los Angeles, found unduly discriminatory 
and unduly prejudicial, to extent charges on comylainant’s ship 
ments exceeded, exceed or may exceed those contemporaneous! 
maintained on like shipments to and from competing mills lo 
cated on the Los Angeles Junction; aggregate charges on like 
traffic to or from complainant’s plant at Los Angeles found it 
violation of long-and-short-haul provision of section 4, but n0 
unreasonable; complainant has not made showing of damage 
account of unlawfulness found and denial of reparation recom 
mended. Complaints in Nos. 23378 and 23378 (Sub. No. 2) have 
been dismissed at complainants’ request. 


Routes and Rates via Reform, Ala. 

No. 24062, Alabama, Tennessee & Northern Railroad Cor 
poration vs. Mobile & Ohio et al. By Examiner H. W. Arcbet. 
Proposes that Commission find that failure and refusal of de 
fendants to enter with complainant into joint rates via Reform, 
Ala., on interstate and foreign traffic moving over complainants 
line from, to and through Mobile, Ala., to the same extent that 
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+ rates are maintained by the Mobile & Ohio and its con- 
ao defendants herein, on like traffic in connection with the 
sect robile & Northern via Jackson, Tenn., and Meridian, 
Gall, ‘and jn connection with the Southern via Corinth, Miss., 
vnstitute a discrimination in rates between connecting lines 
eae sation of section 3, paragraph 3, of act, and recommends 
pte of such discrimination. 
“ Pulp Wood 


No. 23869, Michigan Pole & Tie Co. vs. Duluth, South Shore 
R Atlantic et al. By Examiner R. J. Olentine. Rates, pulp 
« @, Whitco and Raco, Mich., to Nekoosha, Wis., not unrea- 
able Shipments, pulp wood, Dollarville and Calco, Mich., 
sor ekoosha, misrouted by South Shore. Rate applicable over 
ob of movement and the route over which the shipments 
pe A have moved not shown to have been unreasonable. 
reparation awarded for the difference between the rate paid 
od one of 14.8 cents applicable via the route through Marengo, 
- Lumber 

No. 24123, E. E. Holmes Lumber Co. vs. Pennsylvania et al. 
By Examiner William G. Butts. Dismissal proposed. Rate, 
umber, Linesville, Pa., to Lima, O., applicable and not unrea- 
— Iron and Steel Coiled Rods 

No. 24016, American Chain Co., Inc., et al. vs. B. & O. et al. 
py Examiner Carl A. Schlager. Rates charged, pickled, limed 
and baked iron and steel coiled rods, Strothers, O., Sparrows 
Point, Md., and Donora, Monessen and Aliquippa, Pa., over 
interstate routes, to York and East York, Pa., applicable. Ap- 
plicable rates found unreasonable, in certain instances. Fifth 
class rates found applicable prior to February 1, 1931. Rates 
jssailed, not unreasonable prior to May 20, 1930, but unreason- 
able between May 20, 1930, and January 31, 1931, to the extent 
they exceeded rates made on the basic scale prescribed in Iron 
and Steel Articles, 155 I. C. C. 517. Reparation proposed. 


Salt 


No. 24060, American Salt Co. vs. A. T. & S. F. et al. By 
Examiner Carl A. Schlager. Dismissal proposed. Allegation 
that a carload of salt, Lyons, Kan., to Butte, Mont., was mis- 
routed, barred by the statute. 


Aqua Ammonia 


No. 24047, Roessler & Hasslacher Chemical Co., Inc., vs. 
3&0. et al. By Examiner Roy E. McKee. Combination rate 
charged, two carloads, aqua ammonia and one of ammonia liquor, 
Vidlands, Mich., to East Side, Philadelphia, Pa., inapplicable. 
Applicable rate unreasonable to the extent it exceeded 42 cents 
composed of factors of 39.5 cents to Park Junction, Pa., and 
25 cents beyond. Reparation of $203.49 proposed. 


Unmanufactured Tobacco 

No. 23906, Dixon-Buchan Tobacco Co. vs. A. C. L. et al. By 
Examiner L. J. P. Fichthorn. Rate charged, unmanufactured 
tobacco, Lumberton, N. C., to Mullins, S. C., inapplicable. Ap- 
plicable rate, 39.5 cents, minimum 18,000 pounds. Reparation 
of $153.01 proposed. 

Bridge Iron 

No. 24097, Illinois Steel Bridge Co. vs. C. & A. et al. By 
Examiner L. B. Dunn. Rate, bridge iron, South Chicago, II1., 
fabricated in transit at Jacksonville, Ill., and the fabricated 
articles forwarded to Strawn, Tex., unreasonable to the extent 
it exceeded $1.085, plus 2 cents for fabrication. Reparation of 
$27.97 proposed. 


Used Road Grading Machinery 

No, 22921, Collins Paving Co. vs. Florida East Coast Co. 
tal. By Examiner H. W. Archer. Rates, used road grading 
machinery, including auto dump trucks, Miami, Fla., to Florence, 
dla, and St. Joseph, Tenn., inapplicable as to a shipment in 
a New York Central car and unreasonable to the extent they 
exceeded $2.03 on auto dump trucks and 96 cents on the other 
articles. Reparation of $1,948.90 proposed. 


Strawberries 


No. 23878, Metzler & Sons, Inc., vs. Railway Express Agency, 
lu. By Examiner C. J. Peterson. Dismissal proposed. Minimum 
of 17,000 pounds, strawberries, by express, points in Louisiana 
‘0 Decatur and Champaign, IIl., not unreasonable. 


Oats 


No. 24024, Tarr & McComb Corporation vs. S. P. By Ex- 
ged T. Naftalin. Proposes finding that rate, oats, St. Louis, 
Mo, to Fort Worth, Texas, there transited, thence shipped to 
Redlands, Calif., and there reconsigned to Puente, Calif., was 
applicable; that applicable rate was 77 cents, composed of a 
lint rate of 66 cents to Puente and an out-of-line haul rate of 11 
cents, and a reconsignment charge of $5.85; that demurrage 
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charges are aparently outstanding; that the applicable charges, 
exclusive of demurrage, were $498.65 upon which sum of $454.40 
has been paid; that sum of $44.25, exclusive of demurrage 
charges, is outstanding; that applicable rate was not unreason- 
able. Proposes dismissal. 


Green Salted Hides 


No. 24204, Hickman & Reilly Co., Inc., vs. I. C. et al. By 
Examiner Paul A. Colvin. Recommends dismissal on finding 
rate, green salted hides, Paducah, Ky., to Chicago, Ill., not un- 
reasonable or unduly prejudicial. 


(Potatoes 


No. 23866, D. E. Ryan Co. vs. Mo. Pac. et al. By Examiner 
William G. Butts. Recommends reparation of $64.80 on finding 
inapplicable carload combination rate, 64.5 cents, potatoes, Eagle 
Bend, Minn., to Farmington, Mo. Applicable rate, 46.5 cents, 
composed of rates of 45.5 cents to St. Louis and 1 cent beyond, 
not unreasonable. 

Fire Brick 


No. 23764, Illinois Clay Products Co. vs. E. J. & E. et al. By 
Examiner Richard Yardley. Proposes finding that rates, fire 
brick, Goose Lake, IIl., to South Chicago, Ill., Gary, Ind., and 
other destinations in Chicago switching district over interstate 
routes are and for future will be unreasonable to extent they 
exceed or may exceed $1.35 a net ton. 


NORTHEAST OKLAHOMA CONTROL 


Subject to specified conditions, Examiner R. R. Molster, in 
a proposed report in Finance No. 8645, Northeast Oklahoma Rail- 
road Company control, has recommended that the Commission 
find that acquisition by the Missouri Pacific Railroad Company 
of control of the Northeast Oklahoma Railroad Company by 
purchase of capital stock will be in the public interest. 

The line of the Northeast Oklahoma was electrified in 1919 
and since 1923 the properties have included a main line extend- 
ing northward from Miami to Columbus, Kan., about 24 miles, 
together with a number of sidings and spurs, said the examiner. 
In Northeast Oklahoma acquisition, 166 I. C. C. 651, October 31, 
1930, the carrier was authorized to acquire electric lines extend- 
ing northward from Columbus to Cherokee Junction, about 15 
miles, and from Scammon to West Mineral, about 5 miles, in 
Cherokee and Crawford counties, Kan. These lines were for- 
merly parts of the properties of the Joplin-Pittsburgh Railroad 
Company. 

The Missouri-Kansas-Texas, the Kansas City Southern and 
the Texarkana & Fort Smith asked that if the application be 
granted, the authorization be conditioned on continuation, so 
long as they desired, of existing routes, through rates, inter- 
change gateways, and neutrality in handling traffic over the 
Northeast Oklahoma. 

In the Commission’s consolidation plan the Missouri Pacific 
and the Northeast Oklahoma are grouped in System No. 18, 
Missouri Pacific. The examiner said applicant’s proposal was a 
step in that direction and that it seemed agreed that control of 
the carrier by a trunk line was desirable and in the public in- 
terest in order that the Northeast Oklahoma’s facilities and 
service might be preserved in competition with the Frisco. Con- 
tinuing, the examiner said: 


The point in dispute is whether, as in many similar instances, 
authorization of the step preliminary to consolidation now sought 
to be accomplished ought to be conditioned upon the maintenance, 
during the intervening period, of traffic arrangements in effect un- 
der independent operation of the carrier’s properties. The applicant 
strongly opposes such a condition. Unless it is prescribed, the M.-K.-T. 
asks that the application be denied. The colloquy arises from natural 
concern of the parties for revenues from long-haul traffic handled 
in interchange with the carrier, ... 

It is recognized that, in harmony with one of the primary pur- 
poses of the unification provisions of the statute, the applicant pro- 
poses to make certain definite commitments of resources and obliga- 
tions to the public in supporting a weak short-line carrier, the 
service of which, in the public interest, ought to be preserved. In 
this the equities of the present controversy are with the applicant. 
But the proposed control would place the applicant in a position of 
complete domination of the carrier’s traffic policies. That no such 
dominance is necessary to assure to the applicant a compensatory share 
of the lucrative line-haul traffic originated by the carrier seems 
clearly demonstrated by the fact that the current of traffic already 
has definitely turned to the Carona gateway. Until a different situa- 
tion is shown to exist or consolidation is proposed and accomplished, 
present traffic arrangements with other carriers should not be dis- 
turbed. 

It is recommended that the Commission find that the acquisi- 
tion by the Missouri Pacific Railroad Company of control of the 
Northeast Oklahoma Railroad Company by purchase of capital stock, 
for the consideration and upon the terms and conditions set forth 
in the above-mentioned contract, which consideration and terms 
and conditions should be found to be just and reasonable in the 

remises, will be in the public interest subject to the conditions 
1) that the Missouri Pacific Railroad Company purchase, at the 
price herein proposed, all stock of the Northeast Oklahoma Railroad 
Company offered to it within six months from the date of the Com- 
mission’s order herein, and (2) that, unless and until otherwise 
ordered by the Commission, the Missouri Pacific Railroad Company 
shall preserve existing routes and channels of trade and commerce 
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established by other carriers in connection with the Northeast Okla- 
homa Railroad Company or by the Northeast Oklahoma Railroad Com- 
pany in connection with other carriers, maintain existing gateways 
for the interchange of traffic with such carriers, and continue the 
present neutrality of handling traffic by the Northeast Oklahoma Rail- 
road Company, so as to permit equal opportunity for service and rout- 
ing or movement of traffic which may be competitive with the Mis- 
souri Pacific Railroad Company’s system, without discrimination in 
service against such competitive traffic. 


Under the contract referred to, according to the report, the 
maximum amount payable by the applicant would be $1,074,740, 
in connection with acquiring control. 


— 


WASHINGTON LINE NOT NEEDED 


Denial of the application in Finance No. 8579, Twin City 
Railroad proposed operation, has been recommended by Exam- 
iner C. P. Howard. Applicant seeks authority to operate its line 
of railroad from Chehalis to Centralia, Wash., about 5 miles, 
with a branch from Coal Creek to the Reliance coal mine, 1.56 
miles, in Lewis county, Washington. The examiner said the prin- 
cipal purpose of the application, as outlined by applicant, was to 
obtain recognition as an interstate carrier in order to obtain 
the extension of trans-continental rates on lumber and other 
commodities produced by industries on its line so as to place 
such industries on a par with similar industries on other neigh- 
boring railroads. He said W. E. Brown, the applicant’s presi- 
dent, owned all the capital stock; owned one-third of the capital 
stock of the Cowlitz, Chehalis & Cascade Railway; owned one- 
half of the stock of the Winston Lumber & Timber Co., and the 
Chehalis Shingle Co., which furnished 85 per cent and 3 per 
cent, respectively, of the total traffic of all industries served in 
whole or in part by applicant. The examiner said the community 
of interest here shown to exist might easily amount to a virtual 
control of the applicant by the industry, and referred to objec- 
tions heretofore made by the Commission to such situations. 


CAROLINA ABANDONMENT 


Recommendation that the Carolina Railroad Company be 
authorized to abandon, as to interstate and foreign commerce, 
its entire line, approximately 13 miles long, from Snow Hill 
to Hines Junction, and to abandon operation under trackage 
rights over a segment of a connecting line of the Norfolk South- 
ern, approximately 3 miles long, in Lenoir and Greene counties, 
North Carolina, has been made by Examiner J. S. Prichard in a 
proposed report in Finance No. 8606. 

“It appears that the applicant’s difficulties have grown out 
of its inability to meet truck competition,” said Examiner 
Prichard. “This fact lends inconsistency to the interveners’ 
general proposition that the applicant could operate at a profit 
by reducing its freight rates to meet truck competition in the 
future. 

“While every community desires the retention of rail trans- 
portation service, the applicant cannot be expected to further 
exhaust its depleted resources through continued maintenance 
and operation of its line in order that the residents of Snow 
Hill, numbering about 800, may occasionally use such facilities 
in preference to the trucking facilities now generally used. The 
record furnishes ample justification for discontinuing the line 
as an interstate carrier.” 





HOCH-SMITH GRAIN LITIGATION 


Suit for an injunction holding up a part of the Commis- 
sion’s order in No. 17000, part 7, Hoch-Smith grain, has been 
begun in the federal court for the western district of Wash- 
ington, southern division in No. 452, Department of Public Works 
of Washington vs. United States of America. The part of the 
report aimed at is that which continues in effect the differential 
in favor of Portland, Ore., and against Seattle, Wash., on traffic 
from that part of the Columbia basin south of Snake River. 
The differential is two cents. 

The Washington commission tells the court that it brought 
the restraint resultant from the differential in favor of Port- 
land to the attention of the Commission, but, notwithstanding, 
it was continued. Its petition alleged that the findings and 
order of the Commission were unreasonable, injurious and 
against the law and without power or authority of the Com- 
mission to make and deprived the petitioner and the interests 
of and in the state of Washington and the duly constituted au- 
thorities of the state and deprived them of rights and privileges. 

A further allegation is that the findings did not fully and 
adequately give expression to the basic facts as established by 
the testimony or a preponderance of the evidence. 


VOLUME OF TRAFFIC 


Freight traffic handled by the Class I railroads in March 
amounted to 29,960,291,000 net ton-miles, according to reports 
received from the railroads by the Bureau of Railway Economics. 
Compared with March, 1930, this was a reduction of 5,340,- 
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344,000 net ton-miles, or 15.1 per cent, and a reductio 
10,267,667,000 net ton-miles, or 25.5 per cent, under March A. 

In the Eastern district, the volume of freight traffic handle 
in March was a reduction of 14.1 per cent compared With * 
same month in 1930, while the Southern district reported.” 
decrease of 16.1 per cent. The Western district reported . 
reduction of 16.2 per cent. : 

The volume of freight traffic handled by the Class | Tai 
roads in the first quarter of 1931 amounted to 87,340,199 000 ne 
ton-miles, a reduction of 19,013,745,000 net ton-miles, or 179 : 
cent under the corresponding period in 1930, and a reduction 
of 30,237,175,000 net ton-miles, or 25.7 per cent, under the on 
period in 1929. , 

Railroads in the Eastern district for the three months’ 
period in 1931 reported a reduction of 17.6 per cent jn the 
volume of freight traffic handled compared with the same periog 
in 1930, while the Southern district reported a decrease of 197 
per cent. The Western district reported a decrease of 174 Der 
cent. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended May 2 totale; 
775,291 cars, according to the car service division of the Amer. 
can Railway Association. This was an increase of 16,019 car; 
above the preceding week this year, with increases being re. 
ported in the total loading of all commodities except grain anj 
grain products and miscellaneous freight, which showed smal 
reductions. The total for the week of May 2 was a reduction 
of 167,383 cars under the corresponding week last year and 4 
reduction of 276,644 cars below the same week two years ago, 

‘Revenue freight loading by districts the week ended May } 
and for the corresponding period of 1930 was reported as {o. 
lows: 


Eastern district: Grain and grain products, 6,15] and 6,586; liv 
stock, 2,016 and 2,072; coal, 37,547 and 39,885; coke, 1,743 and 2,666: 
forest products, 2,206 and 3,427; ore, 683 and 1,775; merchandise, L 
C. L., 63,107 and 68,650; miscellaneous, 74,515 and 94,954; total, 1931, 
187,968; 1930, 220,015; 1929, 248,454. 

Allegheny district: Grain and grain products, 2,745 and 2,942; live 
stock, 1,488 and 1,683; coal, 32,171 and 39,677; coke, 3,659 and 4,858; 
forest products, 1,562 and 2,806; ore, 1,963 and 3,581; merchandise, L, 
C. L., 47,413 and 52,410; miscellaneous, 65,237 and 87,593; total, 1931, 
156,238; 1930, 195,550; 1929, 220,304. 

Pocahontas district: Grain and grain products, 277 and 240; live 
stock, 39 and 71; coal, 26,629 and 34,961; coke, 229 and 339; forest 
products, 910 and 1,302; ore, 140 and 203; merchandise, L. C. L., 6,313 
and 7,345; miscellaneous, 8,020 and 9,429; total, 1931, 42,557; 1930, 
53,890; 1929, 56,045. 

Southern district: Grain and grain products, 3,690 and 4,063; live 
stock, 1,142 and 1,245; coal, 13,614 and 18,761; coke, 443 and 497; 
forest products, 10,808 and 17,449; ore, 700 and 1,029; merchandise, 
L. C. L., 37,540 and 40,403; miscellaneous, 51,186 and 54,231; total, 
1931, 119,123; 1930, 137,678; 1929, 147,662. 

Northwestern district: Grain and grain products, 8,726 and 9,091; 
live stock, 5,844 and 6,104; coal, 4,386 and 4,451; coke, 1,224 and 2,216; 
forest products, 8,168 and 15,564; ore, 4,615 and 22,126; merchandise, 
L. C. L., 28,055 and 32,084; miscellaneous, 32,407 and 40,593; total, 
1931, 93,425; 1930, 182,229; 1929, 159,250. 

Central Western district: Grain and grain products, 10,338 and 
11,014; live stock, 10,606 and 11,621; coal, 5,678 and 6,888; coke, 148 
and 160; forest products, 6,137 and 9,351; ore, 2,434 and 2,898; mer- 
chandise, L. C. L., 29,679 and 34,257; miscellaneous, 44,773 and 52,537; 
total, 1931, 109,793; 1930, 128,746; 1929, 142,879. 

Southwestern district: Grain and grain products, 4,952 and 5,131; 
live stock, 2,693 and 3,086; coal, 2,273 and 3,492; coke, 64 and 173; 
forest products, 3,976 and 7,147; ore, 449 and 784; merchandise, L. 
C. L., 15,024 and 15,718; miscellaneous, 36,756 and 39,040; total, 1931, 
66,187; 1930, 74,566; 1929, 77,341. 

Total, all roads: Grain and grain products, 36,879 and 39,067; live 
stock, 23,828 and 25,882; coal, 122,298 and 148,115; coke, 7,510 and 
10,909; forest products, 33,767 and 57,046; ore, 10,984 and 32,396; mer- 
chandise, L. C. L., 7,131 and 250,862; miscellaneous, 312,894 and 
378,397; total, 1931, 775,291; 1930, 942,674; 1929, 1,051,935. 


Loading of revenue freight in 1931 compared with the two 
previous years follows: 


1931 1930 192 

Five weeks in January........... 3,490,542 4,246,552 4,518,608 
Four weeks in February.......... 2,835,680 3,506,899 3,797,183 
Four weeks in March............ 2,939,817 3,515,733 3,837,736 
Four weeks in April............. 2,985,719 3,618,960 3,989,142 
_. £ ¢ " % feeepennesneere 775,291 42,674 1,051,935 
ERE TE 13,027,049 15,830,818 17,194, 


REVENUE TRAFFIC STATISTICS 


Class I railroads the first two months this year had pa 
senger revenue of $99,735,446, as compared with $131,649,599 for 
the same period of 1930, according to revenue traffic statistics 
compiled by the Bureau of Statistics of the Commission from 
carrier reports, exclusive of switching and terminal compalles. 

Revenue a passenger-mile averaged 2.724, as compared 
2.883 cents in the 1930 period. : 

Freight revenue for the two months totaled $534,094,830, 3 
compared with $663,920,523 for the first two months of 1930. 

Revenue a ton-mile averaged 10.31 mills for the first ~ 
months of 1931, as compared with 10.36 mills for the 1930 perm 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


from Reperters and Digests of Matienal Reperter System, 
(Digests ae by West Publishing Co., St. Paul, Minn. Copyright, 
published by Witesi, by Weet Publishing Ge.) 


QR eae 


CARRIAGE OF LIVE STOCK 


(Court of Appeal of Louisiana, Second Circuit.) Bill of lad- 
ing provision requiring shipper to separate small from large 
cattle applies to carrier undertaking to load cattle—Ker Texada 
ve Texas & P. Ry. Co., 1383 So. Rep. 415. ; 

* Carrier's evidence that in loading cattle it failed to install 
partition separating small cattle from large, heavy cattle held 
‘) enlarge shipper’s pleading in action for damages.—Ibid. 

" §yidence established that carrier was negligent in failing 
to install partition separating small from large cattle loaded 
in car by carrier.—Ibid. 

Conductor held negligent in not separating large from small 
cattle when he discovered several head were down in car.—Ibid. 

Carrier held responsible for negligence of conductor in not 
separating large cattle from small cattle after discovering cattle 
down in car.—Ibid. 

Negligence of conductor in not separating small from large 
cattle held proximate cause of death and injury to cattle.—Ibid. 





+ e D ee 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





(Circuit Court of Appeals, Second Circuit.) Charterer must 
show barge was properly cared for or that it met with strain 
not due to charterer’s neglect, where barge sank two months 
after being chartered. 

The barge was old, yet apparently seaworthy at the time 
she was chartered, and, under the charter party, the boat was 
to be returned in same condition as received, except as de- 
teriorated by ordinary wear and tear, act of God, or by a person 
or agency for whose acts and negligence charterer was not 
responsible-—O’Boyle vs. United States, 47 Fed. Rep. (2d) 585. 

Evidence held insufficient to sustain charterer’s burden to 
show that barge which sank was properly cared for or met with 
some strain not due to its neglect. 

Evidence showed barge was initially seaworthy and sank 
when in possession of charterer, and there was not only failure 
to excuse failure to turn over barge in same condition as re- 
ceived, according to agreement, by any proof of unseaworthi- 
less When chartered, but presumption of negligence, arising 
— — of an initially seaworthy vessel was not 
met—Ibid. 

There was no implied warranty that barge would remain 
seaworthy during charter term.—Ibid. 


(District Court, S. D. New York.) Exceptions to answer 
0 libel search pleadings, and court must ascertain whether libel 
supports exceptions.—The Nesco, United States, vs. St. Paul 
Fire & Marine Ins. Co. et al., 47 Fed. Rep. (2d) 643. 

Libelants in general average should state separately in 
short articles steps leading to statement, including all allega- 
ions necessary to establish validity thereof.—Ibid. 

General average statement is entirely ex parte, and not 
mma facie proof of amount claimed to be due.—Ibid. 

: While answer to libel should state respondents’ claims in 
sufficient detail to keep evidence within reasonable bounds, court 
‘athot require more detailed answer than Supreme Court rules 
equire (admiralty rule 26 (28 USCA, sec. 723)).—Ibid. 

lib we containing general denials of each allegation of 
in he general average, denials of information sufficient to 
= élief, and denials on information and belief, held suffi- 

nt (admiralty rule 26 (28 USCA, sec. 723) ).—Ibid. 


CAR HIRE LITIGATION 
mane larger railroads, in No. 943, Chicago, Rock Island & 
in he et al. vs, United States et al., have docketed their appeal 
abl © car hire case by submitting a statement showing prob- 
€ jurisdiction for the Supreme Court of the United States 
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to review the decision of the federal court for the northern dis- 
trict, eastern division of Illinois. They are expected soon to 
file a motion to have the case advanced for early argument. The 
lower court sustained the order of the Commission fixing car 
hire settlement rules between the trunk lines and the short 
line railroads. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for March, 
1931, shows 11,544 cars held overtime—a percentage of 06.07— 
as against 17,841 cars—a percentage of 07.35—for March, 1930. 


INTEREST OF COMPLAINANT 


Counsel for the railroads in No. 24120, Walter Young vs. 
Central of New Jersey et al., have submitted a supplemental 
motion to dismiss the complaint, involving rates on anthracite 
coal to New England points. They charge that the complainant, 
by sending a letter soliciting interventions, has violated Canons 
32, “advertising, direct or indirect,” 33, “professional cards,” and 
34 “stirring up litigation” of the code of ethics adopted by the 
Association of Practitioners before the Commission at its annual 
meeting held on October 30 and 31, 1930, “and constitutes a 
further reason for preliminary hearing as to the interest, if 
any, of complainant in the rates under attack, and the manner 
in which complainant has instigated intervening petitions and 
solicited funds in support thereof.” 


COMMISSION ORDERS 


No. 23311, Pillsbury Flour Mills Co. vs. A. C. & Y. et al., No. 
22686, Atkinson Milling Co. vs. A. A. et al., and No. 22677, Red Wing 
Milling Co. vs A. C. & Y. et al. Defendants’ petition for reconsidera- 
tion and/or rehearing, denied. 

No. 23263, Concrete Engineering Co. vs. B. & O. et al. 
plainant’s petition for reopening and reconsideration denied. 

No. 20218, G. & W. Refrigerator Co. vs. Bush Terminal Co. et al. 
Complainant’s petition for reconsideration and reparation denied. 

No. 23249, Granite Cordage Co. et al. vs. P. & N. S. S. Co. et al. 
Proceeding reopened for further hearing solely for purpose of proving 
the paying and bearing of charges on shipments of china clay from 
Philadelphia, Pa., to Granite Falls, N. C., as to which the rates have 
been found unreasonable. 

No. 13930, Express Rates, 1922, Petition of Railway Express 
Agen¢y, Inc., and Southeastern Express Co. for modificaion of existing 
order of May 17, 1924, by striking out maintenance clause, denied with- 
out prejudice to the filing by petitioners of specific application for 
modification of rates described in petition. 

No. 17922, Carolina Bagging Co. vs. S. A. L. et al. Complainant’s 
petition for reconsideration as to reparation on shipments from Hen- 
derson, N. C., to Texas Gulf ports denied. 

No. 23032, Louisville Water Co. vs. B. & O. et al. Defendants’ 
petition for rehearing in connection with I. & S. 3583, Terminal regu- 
lations at Louisville, Ky., denied. 

No. 21107 (and Sub. 1), City of St. Paul vs. C. B. & Q. et al. 
Petition of defendant rail lines for reconsideration and oral argu- 
ment denied. 

No. 21767, Brilliant Coal Co. et al. vs. I. C. et al. Proceeding re- 
opened for further hearing in respect only of rates from group 3 to 
southeast via Birmingham, Ala., in connection with I. & S. Docket 
3585, coal from Alabama mines to Memphis, Tenn., and proceeding 
assigned for further hearing June 1 at Chamber of Commerce rooms, 
Birmingham, Ala., before Examiners Bardwell:and Maidens. 

No. 24289, Farmers’ Grain Co. et al. vs. I. C. et al. A. S. Hartman 
Coal Co. permitted to intervene. 

No. » Kuhn Paint & Varnish Works vs. C. C. C. & St. L. 
et al. Petition of defendants for reconsideration and reversal by di- 
vision 3 of its decision, or consideration and reversal by whole Com- 
mission of divisions opinion denied. 

No. 14662, Edlund Broom Corporation et al. vs. B. & M. et al., 
No. 17072, American Hatters’ & Furriers’ Co., Inc., vs. C. N. E, et al., 
No. 16303, Public Service Cup Co. et al. vs. A. C. L. et al., and No. 
16120, American Paper Goods Co. vs. B. & A. et al. Proceedings re- 
opened for reconsideration. 

No. 16770 (Sub. 7), C. N. Cotton Co. vs. A. T. & S. F. et al. De- 
fendants’ petition to consider and deny reparation on shipments in- 
volved herein denied. : : : 

No. 16542 (and Sub 1 to 7, incl.), California Dressed Beef Co. et al. 
vs. A. T. & S. F. et al. Defendants’ petition for oral argument and/or 
reconsideration and modification of orders and/or rehearing in con- 
nection with No. 17000, part 9, western livestock case, or for further 
hearing in conjunction with a rehearing in No. 22378, Romeo Stores 
Co. et al. vs. U. P., denied. 

No. 23125, Bedford-Carthage Stone Corporation vs. C. I. & L. et 
al. Complainant’s petition for reconsideration by whole Commission 
denied. 

No. 22889, Boardman Co. et al. vs. A. T. & S. F. et al. Proceeding 
reopened for reconsideration on record as made. 

No. 23184, Edgerton Manufacturing Co. vs. A. C. & Y. et al. Com- 
plainant’s petition for rehearing denied. ; 

No. 20149, Clay Products Traffic Association of St. Louis District 
vs. A. C. & Y. et al. Defendants’ (other than Chicago & Alton and 
Wabash Railways) second petition for rehearing and reconsideration 
denied. 

No. 22747, Skelly Oil Co. et al. vs. A. T. & S. F. et al. Defendants’ 
petition for consideration before whole Commission denied. 

No. 22932, J. M. Card Lumber Co. vs. N. C. & St. L. Complainant’s 
petition for rehearing or reconsideration denied. 

No. 23152, Southern Cotton Oil Co. vs. L. & N. Defendant’s peti- 
tion for rehearing denied, and proceeding reopened for reconsidera- 
tion on record as made. 

1. & S. 3513, Cancellation of routing via M. & O. R. R. on lumber 
from Alabama, Tennessee & Northern Railroad points in Alabama. 
Proceeding reopened for reconsideration on record as made. 

Finance No. 8760, Application of C. & S. for certificate to abandon 
part of its line of railroad in Boulder County, Colo. Board of County 
Commissioners of County of Boulder, Colo., permitted to intervene. 

No. 22402, Rockwood Alabama Stone Co. vs. N. A. et al. Order 
reopening said proceeding for further hearing vacated and set aside. 


Com- 
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No. 24350, Nebraska State Railway Commission vs. A. T. & S. F. 
et al. Sioux City Traffic Bureau permitted to intervene. 

No. 24369, Southern Wyoming Coal Operators’ Association vs. U. 
P. et al. Illinois Coal Traffic Bureau permitted to intervene. 

No. 15682, Missouri-Kansas-Texas Railroad Co. vs. Kansas City 
Terminal Railway Co. Proceeding reopened for further hearing solely 
on the question of just and reasonable terms and compensation for 
the use of the terminals required by the Commission’s order; and 
complainant’s petition for vacation of final paragraph of the order 
of May 13, 1929, which vacated service order No. 40, is denied. 

Finance No. 8013, Chesapeake Beach Ferry. Time prescribed in 
said certificate, as extended, within which the Chesapeake Beach 
shall commence and complete construction therein authorized, is 
extended to November 1, 1931, and June 30, 1933, respectively. 

No. 24265, Powdered Malt Corporation vs. Pennsylvania et al. 
Blatz Brewing Co., Pabst Corporation, and Joseph Schlitz Beverage 
Co., permitted to intervene. 

No. 22975, E. I. Du Pont De Nemours & Co. vs. C. St. P. M. & 
O. et al. Proceeding reopened for further consideration. 

No. 21651, Consolidation Coppermines Corporation vs. Nevada 
— et al. Proceeding reopened for reconsideration on present 
record. 

Finance No. 8393, St. Louis Southwestern proposed control. Peti- 
tion of Walter E. Meyer for reopening for purpose of receiving fur- 
ther evidence, denied without prejudice to renewal at the time of 
oral argument in said proceeding, to be hereafter fixed. 

No. 21206, Chamber of Commerce of Kansas City, Mo., et al. vs. 
A. T. & S. F. et al. and No. 21747 (and Sub. 1), Nebraska State Rail- 
way Commission vs. A. T. & S. F. et al. Order further modified to 
become effective on December 3, 1931, upon not less than 45 days’ 
notice instead of June 16. 

No. 22446, Northwestern Lumbermen’s Association vs. C. & N. W. 
et al. The petitions by complainant and the South Dakota Board 
of Railroad Commissioners, intervener, for further hearing or argu- 
ment and further consideration of the record, denied. 

No. 22771 age 5 Spring Lime Co., Inc., vs. C. & O. et al. The 
petitions filed by defendants and complainant have been denied, ex- 
cept that the defendants may make such groups of the destinations 
involved as will conform with the grouping authorized in the Com- 
mission’s order of October 27, 1927, in No. 13494, Southern Class Rate 
Case. 
No. 22771 (Sub. No. 1), Falling Spring Lime Co., Inc., vs. Penn- 
sylvania et al. Petitions for reconsideration, etc., of the complainant 
and defendants, denied. 

Nos. 24139, North Carolina Corporation Commission et al. vs. A. 
& W. et al., 24199, Haley-Neeley Co. et al. vs. Ann Arbor et al., 
24205, The Shenandoah Boxboard Corp. vs. A. C. & Y. et al., and 24217, 
United States Fisheries Assn. vs. A. C. & Y. et al. The motions 
fon severance filed by the Delaware & Hudson Railroad Corp. have 
been overruled without prejudice to their being renewed at the time 
of the hearing. 

No. 24253 (Sub. No. 1), Swift & Co. vs. Santa Fe et al., No. 24253 
(Sub. No. 2), Armour and Co. vs. A. C. & Y. et al, and No. 24253 
(Sub No. 3), Armour and Co. vs. A. C. & Y. et al. M. Augenblick 
& Brother, Inc., Titman Egg Corporation, and Willow Springs Cream- 
ery Co. permitted to intervene. 

No. 24257, Colorado and New Mexico Coal Operators’ Assn. vs. 
A. V. I. et al. Hutchinson Chamber of Commerce permitted to inter- 
vene. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 8717, authorizing the Pan- 
handle & Santa Fe Railway Company to operate, for the account 
of the Atchison, Topeka & Santa Fe Railway Company, over a line 
of the Elkhart & Santa Fe Railway Company in Cimarron county, 
Okla., approved. 

Report and certificate in F. D. No. 8719, authorizing the Ontonagon 
Railroad Company to abandon, as to interstate and foreign com- 
merce, openation of its entire line of railroad in Ontonagon county, 
Mich., approved. 

Report and certificate in F. D. No. 8647, permitting the Zanes- 
ville & Western Railway Company to abandon, and the New York 
Central Railroad Company to abandon operation of, a portion of the 
railroad of the former in Perry county, O., approved. 

Report and order in F. D. No. 8764, authorizing the Alabama, 
Tennessee & Northern Railroad Corporation to issue $403,000 of prior- 
lien mortgage 6 per cent gold bonds, to be pledged and repledged, 
from time to time, as collateral security for short-term notes, con- 
ditions prescribed (provided, however, that the time within which 
any of said bonds may be pledged or repledged shall not be for 
a longer period than two years from the date of the order herein, 
and provided further, that the applicant shall not pledge $203,000 
of prior-lien mortgage 6 per cent gold bonds herein authorized un- 
til it shall have first filed with this Commission a certificate of the 
corporate trustee of its prior-lien mortgage certifying that the ap- 
plicant has surrendered to it for exchange a like amount of prior- 
lien mortgage bonds), approved. 

Report and order in F. D. No. 8772, authorizing the Gulf, Colorado 
and Santa Fe Railway Company to issue (1) $5,500,000 of capital stock, 
consisting of 55,000 shares of the par value of $100 a share, and (2) 
one registered general-mortgage 6 per cent gold bond, series C, for 
$4,000,000; said stock and said bond, to be delivered to the Atchison, 
Topeka & Santa Fe Railway Company at par in satisfaction of a like 
amount of applicant’s indebtedness to that company for advances 
for capital purposes, approved. 

Report, certificate and order in F. D. No. 8646, (1) authorizing 
the Toledo & Ohio Central Railway Company to acquire the part 
of the Zanesville & Western Railway in Franklin county, Ohio; and 
(2) dismissing that part of application for authority to acquire all 
interest of the Kanawha & Michigan Railway Company in jointly- 
owned property between Corning and North Corning, in Perry county, 
Ohio, approved. 

Report and certificate in F. D. No. 8748, authorizing the Colorado 
& Southern Railway Company to abandon a part of a branch line of 
railroad in Gilpin county, Colo., approved. 

Report and certificate in F. D. No. 8700, authorizing the Atlantic 
Coast Line Railroad Company to abandon its Midland branch in Wayne 
and Johnston counties, N. C., approved. 

Report and certificate in F. D. No. 8787, authorizing the acquisi- 
tion by the New York Telephone Company, of the properties of the 
Boston Valley Telephone Company, approved. 

Report and order in F. D. No. 8794, authorizing W. H. Bremner, 
receiver of the Minneapolis & St. Louis Railroad Cecnnany, to issue 
96 promissory notes in the face amount of $2,464.66 each, said notes 
to be delivered to the General American Tank Car Corporation in 
connection with the procurement of equipment, condition prescribed 
(provided, however, that no amount of interest included in the face 
amount of said notes shall be charged to the applicant's investment 
account), approved. 
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Report and order in F. D. No. 8800, authorizing W. H. Bremne 
t, 


receiver of the Minneapolis & St. Louis Railroad Company to ic 
$1,200,000 of receiver’s certificates to renew or extend certificates 
like principal amount which will mature in May, June and y ronda 


1931, approved. 
Report and certificate in F. D. No. 8766, authorizing the Read 
Company to construct an extension of its Helfenstein branch fu 
Bickel Colliery to Doutyville, in Schuylkill and Northumberlang oqo” 
ties, Pa., approved. Coun. 
Report and order in F. D. No. 8704, authorizing the Clinton-Okla 
homa-Western Railroad Co. of Texas to issue $248,000 of cand 
stock, consisting of 2,480 shares of the par value of $100 each 
a registered first-mortgage 6 per cent gold bond, series B, for sun 
000, said bond and 1,480 shares of said stock to be delivered {, 
the Atchison, Topeka & Santa Fe Railway Company in satisfactic. 
of a like amount of the applicant’s indebtedness to that Com om 
for advances for capital purposes, and 1,000 shares of said stock = 
be delivered in exchange for 100 shares of applicant’s outstandin, 
stock of the par value of $1,000 each, condition prescribed (provides 
however, and the authority herein granted to issue said stock is corn 
the express condition, that 10 days — to issuing any of said stock, 
the applicant shall file with this Commission a duly attested eon: 
of an amendment to its charter increasing the total authorized capital 
stock and reducing the par value of each share as set forth in the 
application and report aforesaid), approved. ° 
Report and certificate in F. D. No. 8648, authorizing the Kanawha 
& Michigan Ry. Co. to acquire certain railroad properties of th 
Toledo & Ohio Central Ry. Co. and the Zanesville & Western Ry Co. 
in Perry and Athens counties, Ohio, approved. sate 
Report and order in F. D. No. 8699, authorizing the Pecos ang 
Northern Texas Ry. Co. to issue $490,000 of capital stock, consisting of 
4,900 shares of the par value of $106 each, and a registered genera]. 
mortgage 6 per cent gold bond, series A, for $9,000,000, the stock ana 
bond to be delivered to the Atchison, Topeka & Santa Fe Ry, (» 
in satisfaction of a like amount of the applicant’s indebtedness to 
that company for advances for capital purposes, and to be pledged 
by it with the trustee of the transcontinental short line mortgage, 
dated July 1, 1908, approved. 





PETITIONS FOR REHEARING, ETC. 


No. 15037, Southwestern Millers’ League et al. vs. A. T. & § F 
et al. Defendants ask modification. ; 

No. 21406, Virginia State Horticultural Society et al. vs. A. &R 
et al. Defendants ask postponement of effective date of Commis. 
sion’s order. 

No. 14953, and associated cases, A. B. A. Independent Oil and 
Gasoline Co. et al. vs. A. T. & S. F. et al. Shell Petroleum Corpora- 
tion asks rehearing and/or reargument and/or reconsideration and 
modification of findings with reference to rates from Group 1 (Kan- 
sas City), group 2 (Kansas) and group 3 (Oklahoma) in order to 
establish just and reasonable rates within these origin groups and 
to the destinations involved in said complaints. 

No. 22516, Federal Compress & Warehouse Co. vs. C. & E. I. et al. 
Southwestern defendants ask reargument before and reconsideration 
by entire Commission on record as made and for modification of or- 


er. 

No, 24345, Mangelsdorf Seed Co. vs. A. T. & S. F. et al. Defend- 
ant, C. R. I. & P., asks Commission to require complainant to file a 
bill of particulars setting forth the shipments involved, the rates 
applied, dates shipments were delivered or tendered for delivery, 
points of origin, points of destination, and routes of movement, 

No. 17000, part 4, rate structure investigation, petroleum and pe- 
troleum products, and No. 18253 (and Sub. 1 and 2), Texas Co. vs. A. 
& R. et al., and No. 18458, general petroleum investigation. Gulf, 
Mobile & Northern asks reopening, further hearing and/or reargu- 
ment. 

No. 23708, Continental Gin Co. vs. B. S. L. & W. et al. Com- 
plainant asks reopening. 

No. 24398, Rudy-Patrick Seed Co. vs. A. T. & S. F. et al. De- 
fendant, Missouri Pacific, asks complaint be stricken. 

No. 21718, Hill Motor Car Co. vs. M. C. et al. Complainant asks 
reopening for further hearing to afford it opportunity to prove up 
amount of reparation due pursuant to defendants’ refusal to certify 
Rule V statements. 

No. 17000, part 4, petroleum and petroleum products, rate struc- 
ture investigation, and cases consolidated therewith, and No. 18458, 
general petroleum investigation. St. Louis-San Francisco asks re- 
hearing and reargument. 

No. 23368 and Sub. Nos. 1, 2 and 3, Pensacola Creosoting Co. Vs. 

& N. Alabama Public Service Commission, intervener, asks re- 
consideration by whole Commission of decision by division 3. 

No. 15879, Eastern Class Rate Investigation, and No. 17000, Part 2, 
Western Trunk Line Class Rates. The Manufacturers’ Association 
and the Chamber of Commerce of Lancaster, Pa., ask reopening and 
— solely with respect to the grouping of Lancaster county 
points. 

No. 23138, Bogota Paper & Board Co., Inc., vs. N. Y. S. & W. ét 
al. The complainant asks further hearing to prove amount of dam- 
ages due. 

No. 24042, Pennsylvania Dixie Cement Corporation vs. N. C. & St. 
L. Ry. et al. Defendants ask Commission to dismiss complaint, stat- 
ing same is barred by the statute of limitations. ’ 

No. 17000, part 4, petroleum and petroleum products investigation, 
and No. 18458, general petroleum investigation. The Charleston Traf- 
fic Bureau asks rehearing and reargument. The Alabama, Tennessee 
& Northern Railroad Corporation, defendant, also asks rehearing and 
reargument as to rates from Mobile, Ala., and New Orleans-Baton 
Rouge, La., groups to points within the south. 

No. 21838, West Kentucky Coal Bureau vs. Illinois Central et al. 
Chicago, Burlington & Quincy asks rehearing or modification of re- 
port in so far as it deals with rates to certain destinations on the 
Burlington in northern Illinois. 

No. 21944, Colorado Animal By-Products Co. vs. C. B. & Q. De 
fendant asks rehearing, reargument or reconsideration, and postpone- 
ment of entry of any order awarding reparation. ; : 

No. 22585, The Kaw Valley Potato Growers’ and Shippers’ Traffic 
Association vs. Santa Fe et al. Defendants ask vacation of the 7 ol 
mission’s order, reconsideration of the record, and for a deci 
which will permit the establishment from the Kaw Valley of 
rates found reasonable by the Commission. : k 

No. 13535, Consolidated Southwestern Cases. Carriers 4§ 
authority to publish emergency rates on short notice... ™ 

No. 24402, Farm Seed Association of North America et al. fe 
A. T. & S. F. et al. Defendant Mo. Pac. asks that complaint 
stricken. T 

No. 22319, and associated cases, Porter Oil Co. et al. vs. A: | 
& S. F. et al. Shell Petroleum Corporation, intervener, asks os 
a and/or reconsideration of Commission’s decision of Februar 
9, 1931. 
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Cutting in Halt the Cost of Receiving Shipments 


Careful Coordination of Traffic and Handling Functions Have Resulted in Large Savings for 
Cleveland Tractor Company—Cost of Handling Inbound Shipments from Time of Arrival 
at Plant Until They Enter Manufacturing Process Reduced 55 Per Cent—Half 
Million Dollar Materials Handling Installation and Rearrangement 





























By HOMER H. SHANNON 


rials handling” is only a meaningless 

phrase, they should visit the plant of 
the Cleveland Tractor Company, at Cleve- 
and, O., and see how that company has 
wlved its handling problems. Anyone 
familiar with the term, materials handling, 
inows it covers a subject that has received 
much attention in connection with manufac- 
wring processes in the last twenty-five 
years, but what it has to do with transpor- 
tation and the duties of a traffic manager 
has not long been so clear. A visit to this 
plant would help in that connection also. 

The entire plant “setup,” including the 
arrangements for receipt of raw materials 
and the shipment of the finished product, 
gets its character from the handling prob- 
lems presented and the methods adopted for 
their solution. Handling within the plant 
and handling up to the point at which the 
many inbound materials enter the manufac- 
ting process go hand in hand. The 
arrangements to take care of the one con- 
tribute to a reduction of costs in connection 


[' there are those who think that “mate- 
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with the other, and contrariwise. The entire Starting out, with a load from the receiving room. The power unit and hauling 

* . * ae equipment illustrated are said to be as efficient plant transportation as the 
operation, from the receipt of inbound ship combination is unusual. The receiving room floor is twelve years old, showing 
ments to loading the finished product— that floor damage is not what might be expected. 


tractors of the crawler or caterpillar 

\ype—may rightly be regarded as a single process at this they enter the manufacturing process, he has an obvious 
plant. As the traffic manager is responsible for the concern in the methods adopted, and his activities are 
movement of materials, from the time the raw materials closely integrated with those of production. 

ae shipped up to their arrival at the point at which The company, which is one of the largest manufac- 
turers of farm and industrial tractors of the crawler 
type, began the installation of a new handling lay- 
out, involving a complete rearrangement of the 
factory and shipping and receiving facilities, last 
October. Three buildings, one alongside the other, 
are involved in the general production scheme, and 
a fourth serves as a service plant. The total cost * 
of the materials handling installation and rearrange- 
ment, including heat treating and other miscella- 
neous new machinery, is estimated at a half million 
dollars. A number of novel, if not unique, features 
are presented by the complete plan. The funda- 
mental plan provides for the delivery of all raw 
materials directly to the places at which they go 
into manufacture, with the processing being con- 
ducted in compact, highly centralized departments, 
and the handling of the finished parts to an assembly 
line by a system of conveyors synchronized in such 
way that individual parts arrive for assembly just 
as they are needed. 


Inbound Handling Costs Reduced 55 Per Cent 
The inbound handling arrangements at present 


























to area of Joading box cars when the commodity is heavy and difficult are an evolution of something like five years, with 
"shan tive tase Ge onde odie ene. —— more intensive developments in the last eighteen 










































































































Assembly line at the Cleveland Tractor Company. Tractor units weighing from 

3,500 to 22,000 pounds are all handled on the single line, overhead conveyors 

bringing finished parts to the line from the rest of plant as they are needed, 
under a carefully synchronized timing. 


“In considering a problem of materials handling, there 
are only two questions involved,” said Mr. Montigney. “The 
first is: What does it cost today to get a certain job done? 
The second: What will it cost under the new method?” 
Cost is the criterion by which every operation must be 
judged, but, he pointed out, that cost includes, naturally, 
the effect of the handling “system” on production. 


Plant as Receiving Room 


One striking feature incidental to the general plan of 
handling is that the company has what is probably the 
smallest and emptiest receiving room for inbound 
materials to be found at any plant of similar size or com- 
parable nature. The remarkable reduction that has been 
made in the cost of handling materials from the time they 
arrive at the plant until they enter the manufacturing 
process has been brought about as much by the elimina- 
tion of handling as by the choice of equipment reducing 
manual labor. A stock room, in the usual sense of the 
term, has been completely eliminated. All materials are 
delivered, on arrival, directly to the points at which they 
are to be used. “Under our system, your receiving room is 
your plant,” said Mr. Montigney. ‘All materials going into 
the manufacture are received and checked at the place 
where they enter the processing. We used to unload 
materials in the receiving room, then move them to a 
stock room, and, when they were needed, they would be 
moved again to the place at which they were to be used. 
All of that extra handling has been done away with by 
making delivery in the original instance to that final 


was asked how long the plant could operate if inbound ship- materials. 
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months, in which details have been closely studied. Cost fig- tomorrow,’ was the reply. From one to two days’ “bank” ; 
ures by J. W. Montigney, traffic manager, show that the cost all that is kept at many places on materials in continuoy " 
a ton for handling materials up to the point of their entering mand. Inventory is at an absolute minimum, with such , de 
the manufacturing process has been reduced a little more than fications as are involved in the fact that certain items oe 
55 per cent since 1925. In 1925, the cost for each ton of ma- purchased in given quantities or shipped in carload units : 
terials received was $1.70; 1926, $1.32; 1927, $0.996; 1928, $0.933; obtain them at the lowest figure. 8 to 





But modern transportation supervised by an efficient traffic de- ume of goods handled through the receiving room. 
partment makes that smooth flow of materials from sources material as is unloaded there does not stay long, howeve 
into the busy processing machines possible. A company official More than a thousand different articles are received as Ta¥ 

They are, essentially, the typical elements of aul 
ments were suddenly cut off. “We would have to shut down motive manufacture such as sheet steel, castings, 
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To get delivery on inbound materials at th 
places at which they are to be used, the - 
buildings have been arranged with the initia 
manufacturing stages all at one side. Raji 
switch tracks parallel the buildings Providing { 
unloading along the full length of each. Similar 
aisles extend down the length of the buildings 1, 
motor truck delivery. The railroad car with in- 
bound material is spotted at the point Opposite 
where that material is to be used and a Motor 
truck making a delivery drives right to the Doint 
within the building where its lading is require 
The material is then progressively worked 
through the various manufacturing operations 
within centralized departments and the finigheg 
units made ready for final assembly with no mor 
handling than is necessary to transfer them from 
one machine to another, which is, wherever pos. 
sible, done mechanically. 


Seventy-five Receiving Stations 


Materials receiving stations within the plan 
will total between seventy-five and a hundred 
when the plant rearrangement is completed, x. 
cording to Mr. Montigney. Each will be desig. 
nated by a definite symbol so that no contusion 
will result. 

Though the plant officials do not go to the 
extreme of insisting that they have a “perfect” 
handling plan, they are proud of what they have 
done. The work is not complete, but details are 
being continually analyzed and a careful check js 
maintained on results. 

“Perfection in materiais handling, like a 
great many ideals, is only something to shoot at. 
It doesn’t exist,” commented Mr. Montigney. “No 
two plants are alike and you can’t expect the 
same method to work successfully in one that 


1929, $0.83; 1930, $0.77. That is the best possible justification does in another. It takes careful study to determine just the 
of the study that has been made of the subject. A still better particular combination of handling equipment and ‘plan’ that 
showing is expected with completion of the rearrangement and _ will give the best results.” 

installation now in process. Though well along, the half million Though the general scheme for receipt of inbound materials 
dollar handling installation has not been completed. is as outlined, it still remains that there is a substantial vol: 





point.” , , ‘ : ore in 
To operate on such a plan, of course, involves a con- $2 ge "a teks Cane ot ae Late a pmo r Lorain, 0. 

tinuous flow of inbound materials, carefully aligned to a —one of the many uses made of the tractor in connection with trans 

production schedule. Floors can not be cluttered with a portation. 

large accumulation of materials not in immediate demand. Suet 
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tches, spark plugs, motors, bolts, nuts, etc. With the excep- 
clu of such items as clutches, magnetos, carburetors and motors 
= thing going into the finished machine is processed. There 
— a large volume of miscellaneous material that must be 
yee and checked in the receiving room, including service 
oe for motors already in the field, machine shop products and 
et of that general character. 


Something New in Plant Transportation 


Whatever may be said about the general plant layout and 
its efficiency, the system employed in connection with the 
jelivery of this class of material from the receiving room 
throughout the plant is certainly out of the ordinary, and, on 
the authority of Mr. Montigney, it is just as efficient as it is 
ynusual. And, again, he has figures to enforce his point. 

A crawler tractor with a specially designed piece of sheet 
steel, 36 by 96 inches, is the entire transportation equipment 
working out of the receiving room. It seems almost as crude 
and primitive as the old wheelbarrow or the primitive drag used 
by the Indians—with the exception that the power unit is a 
sturdy little tractor with a highly business-like appearance. The 
skid pan, as Mr. Montigney calls it, is attached to the tractor 
by a short chain. Hardened steel strips on its bottom side fur- 
nish the sliding surface as the pan, loaded or empty, is pulled in 
and out of the buildings in all kinds of weather. Rubber 
srousers or shoes on the tractor tread give the tractor a soft 
step wherever it goes. Mr. Montigney became eloquent over the 
virtues of this piece of transportation equipment. When a truck 
load of material is unloaded in the receiving room it is sorted 
and placed in steel barrels, which are rolled on the skid pan, and 
the tractor and one man necessary for its operation start on 
their way about the plant. No lifting is necessary to get the 
barrels on or off the pan; loading and unloading equipment is 
eliminated and the single man can roll a barrel ten feet to put 
itin place even though, with its contents, it may weigh a good 
many hundred pounds; the tractor can go anywhere, up grade 
or down, with a high degree of maneuverability; snow and ice 
or mud and rain are of no consequence to it, and the skid pan 
handles more easily on a floor of sleet or ice than at other 
times. 

At one time, a tractor and trailer train was used to move 
materials from the receiving room and from store rooms to 
plant locations. The advantages of the present equipment and 
technique are graphically asserted by Mr. Montigney’s statement 
that one man with the tractor and skid plate can deliver as 
much in an hour and a half as it was formerly possible for four 
men to deliver in two hours with a tractor and a six-trailer 
train. The investment in the six trailers was, roughly, nine 
hundred dollars, he said, whereas the skid pan costs about six 
dollars. 

It is sometimes difficult to demonstrate just the degree of 
eficiency or the contrary presented by a general handling 
scheme, but such details as that are convincing. Even within a 
general scheme it is the details, largely, on which the economies 
rest. The selection of barrels as the container for materials 
leaving the receiving room furnishes a good example of that. A 
thousand pounds may be in one of the barrels and it is still 
possible for one man to get it on and off the skid pan, by tilting 
the barrel on edge. That would not be possible with boxes. As 
many as eight barrels have been handled on a single pan, each 
weighing a thousand pounds, it was stated. Efficient use of the 
ent usually holds the pan load to about 3,000 pounds, 
owever, 


Parts Make Up the Whole 


_ Another outstanding example of the reduction of labor by 
intelligent use of equipment has to do with loading crated 
tractors in box cars. In most instances, tractors being shipped 
out are driven directly into the cars under their own power and 
braced. Export shipments are usually boxed. Six men formerly 
‘equired a half day to load a car with the boxed tractors. 
‘ollers were placed under the boxes and they were painfully 
bulldogged” from the point at which they were crated to the 
x car and inside. Now one man on a tractor equipped with a 
umper quickly shunts them across wooden floors and into the 
‘at, completing the average job of loading in twenty minutes. 
ose are definite figures of a convincing nature. 
Portable roller conveyors have been adopted for the trans- 
fer of the lading of rail cars directly to materials receiving 
stations. The unloading cost of sheet steel has been reduced 
in a range of from seventy cents to a dollar a ton by half. 
andling operations have either been completely eliminated or 
m better way of performance has been found. It was the prac- 
~. for a long time to unload inbound castings into bins on 
nil T arrival. Now, as with the other materials, they go into 
ae hy the point where they are used. Motors, received by 
ve from Canton, O., arrive in specially designed cradles 
‘ommodating three units so that it is not necessary to handle 


PAGE 1207 


them as units—to mention only a few of the many changes that 
attention to details has brought about. 

Until a few years ago, the company had its own fleet of 
trucks. A careful analysis convinced the traffic manager that 
it could get its trucking done by an outside organization more 
cheaply than it could do it itself. The trucks were disposed of 
and substantial savings in trucking costs have been realized. 
The plant is on the outskirts of Cleveland. It was pointed out 
by Mr. Montigney that, when something was wanted from down 
town, it was formerly necessary to send a truck after it. Under 
the arrangement now in effect, the truck is already in the city, 
so that considerable time in getting material to the plant is 
saved. Further, a trucking department, while it may appear to 
be operating efficiently, has an interest in making that appear- 
ance, whether it is or not. 

Materials handling, as it applies to transportation and ship- 
ping, is, obviously, not a clear cut problem. It is made up of 
a thousand details of a physical nature as well as of manage- 
ment and jurisdiction. This company was sufficiently impressed 
with economies that might be realized both within the plant and 
in receiving and shipping its materials and finished product to 
put a good-sized army of dollars into a program of rearrangement 
and equipment installation. In an important degree, rearrange- 
ment of the plant was dictated by the desirability of making 
materials receiving stations accessible to delivering carriers. 
As with industry generally, it is finding new ways of saving 
money almost daily as the result of realization of the interde- 
pendence of transportation and production. 


SOUTHWEST ADVISORY BOARD 


The twenty-seventh regular and eighth annual meeting of 
the Southwest Shippers’ Advisory board will be held in conjunc- 
tion with the Panhandle Grain Dealers’ Association in the Mu- 
nicipal Auditorium, Amarillo, Tex., May 21 and 22. The shippers’ 
meeting will be presided over by General Chairman Frank A. 
Leffingwell, secretary, Southwestern Industrial Traffic League, 
Dallas, Tex., and Chairman R. L. McClellan, of Spearman, Tex., 
will preside over the grain dealers’ meeting. 

There will be special discussion of pertinent factors relating 
to the season’s wheat crop, movement, storage and markets, 
led by Harry L. Kearns, president of the Kearns Grain and 
Seed Company, Amarillo. Railroads in the southwest will report 
on car supply, service, equipment and improvements and will 
be present to get first-hand information as to the part they are 
expected to play in the handling of this traffic. 

L. M. Betts, manager, closed car section, car service divi- 
sion, American Railway Association, Washington, D. C., will out- 
line general railroad conditions and R. W. Edwards, district 
manager, car service division, Dallas, will report for southwest- 
ern territory. Joe Marshall, special representative, freight 
claim division, American Railway Association, Chicago, will 
prsent a paper on freight claim prevention. 

O. V. Vernon, manager, Amarillo Chamber of Commerce, 
will welcome the five or six hundred guests expected and J. W. 
Daniel, general secretary of the board and traffic manager of 
Peden Company, Houston, will make a report for the executive 
committee. J. A. Somerville, vice-president, Texas & Pacific, 
Dallas, will present the report of the railroad contact committee, 
Dudley B. Foy, traffic manager, Chamber of Commerce, Wichita 
Falls, and chairman of the motor transportation committee, will 
outline the activities of this committee. 

Reports covering surveys of prospective business for the 
third quarter of the year will be made by the chairmen of the 
various commodity committees, which will reflect the opinions 
of industrial leaders in the states of Arkansas, Louisiana, New 
Mexico, Oklahoma and Texas as to anticipated business in July, 
August and September. 

Both organizations will elect officers. 

A joint banquet will be held the evening of the 21st. The 
program has been arranged by Harry Kearns, Joe Morris and 
H. C. Adams, all of Amarillo. 





COAL AND RAILROADS 


Stocks of railroad coal declined sharply in the first quarter 
of 1931, according to the quarterly report of the Bureau of Mines 
of the Department of Commerce on commercial stocks of coal. 
The report said that, according to the American Railway Asso- 
ciation, the total reserves held by railroads on April 1 amounted 
to 5,675,000 tons, a decrease of 1,398,000 tons as compared with 
the first of the year and the smallest tonnage the railroads had 
had in storage since December 1, 1922. 

On April 1 a total of 1,720,000 tons of unbilled coal on wheels 
waiting shipment was reported. This was an increase of 172,000 
tons compared with January 1 and 276,000 tons more than on 
the same date last year. 
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Ocean Shipping News 


OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


Activity in the grain market continued to feature the full 
cargo trades in the last few days, though fixtures fell off to 
six, as compared with eleven the previous week, and demand 
for tonnage has eased somewhat. In other trades the market 
was lifeless, with rates holding their own. 

The grain cargoes fixed were all from Montreal, with one 
exception. Three were for the Mediterranean, one Continent, 
one Denmark, and one to United Kingdom. Rates remained 
steady on the basis of 11 cents Antwerp-Rotterdam for last half 
May loading, with about one-half cent less for later loading. 
Most of the buying continues to be for spot loading, with very 
little business for June being taken at present. 

The transatlantic sugar trade continues dull, with only two 
fixtures reported, both from Cuba to United Kingdom-Continent. 
The first, a steamer of 4,500 tons, was for early May loading 
on the basis of 15s and the other, a 6,000-tonner at 14s 9d for 
middle May. 

One fixture of a lumber cargo was reported on the basis 
of $12.50 from the Gulf to Montevideo, Buenos Aires or Rosario, 
with 15 cents additional for each additional port, up to three, 
for end May loading. This was a slight recession from the rates 
paid for the last fixture made. Though further business is ex- 
pected to develop for June, it has not yet made its appearance. 

The coal and time charter trades have been featureless and 
while inquiry in the tankers trade has picked up somewhat 
there is no indication of any improvement in rates. 

The Prince Line announced that the differential of five cents 
a bag on coffee in favor of cargo boats as against passenger 
boats calling at Brazil ports has been abolished, effective im- 
mediately, and the rate of 60 cents a bag will apply on both 
passenger and cargo boats. 

The Consulate-General of Bolivia has advised the Merchants’ 
Association of New York that documents are received for sig- 
nature at the Consulate daily from 10 to 1 o’clock. Consular 
invoices are returned by the Consulate forty-eight hours after 
presentation at any time during office hours. Bills of lading 
are certified and returned immediately upon presentation. A 
fee of $1 is paid when bills of lading are certified. All other 
fees are paid at destination. 

Rates on several important commodities have been thrown 
open by the Far East Conference for the announced purpose 
of meeting non-conference competition. The lines holding mem- 
bership in the conference at present are the Dollar, Kerr, Barber, 
Kokusai, N. Y. K., O. S. K. and Roosevelt. Those operating 
outside the conference group are the Bank, Ellerman and Buck- 
nall, Blue, Funnel, Prince, Isthmian and Isbrandtsen-Moller. 
Downward revision of transcontinental rates to the Far East 
were recently announced by the Pacific Westbound Conference, 
which has been operating independent of the Atlantic Far East 
group since the first of the year. 


Formation of a new $5,000,000 company to operate a steam- 
ship line from Philadelphia to Liverpool and Manchester, Eng- 
land, was announced at a luncheon of the Manufacturers’ Club, 
in Philadelphia, by General W. W. Atterbury, president of the 
Pennsylvania. One million dollars of the capital has already 
been pledged, General Atterbury said—$500,000 by the Pennsyl- 
vania, and $250,000, each, by the Reading and Baltimore and 
Ohio. 

Philadelphia will be asked to subscribe to $4,000,000 worth 
of stock, so as to make the company of a cooperative character, 
with importers and exporters as well as industrialists of Phila- 
delphia vitally interested in its conduct, he said. 

The Pennsylvania could and would organize and run the 
line itself, General Atterbury said, but the interests of the city 
would be served better if others had a hand in the company’s 
affairs as well as the railroads. 

Three ships are available for the start, he said, two from 
the International Mercantile Marine and one from the United 
States Shipping Board. The ships could be purchased and 


remodeled for $1,600,000 each. 

It is rumored in shipping circles that the Roosevelt-I. M. M. 
Line will be connected with the new service out of Philadelphia. 
It is also reported that the steamship company might use their 
big freight carriers Montana and Montauk in the Philadelphia 
run, reconditioning them to carry a limited number of pas- 
sengers. 





The Pacific Westbound Conference at its meeting in § 
Francisco decided that, effective May 11, rates on alj overlani 
items for shipment to the Far East from Pacific ports mn 
be open, with the exception of unmanufactured tobaceo = 
tobacco stems. This action has been taken as a result of it 
Far East Conference declaring open rates from Atlantic Dorts 
and is designed to offset any possible diversion of overlang car . 
to Atlantic ports. s 

The Cynthia Corporation of Norfolk has been chartereg 
under the laws of Virginia with authorized maximum capita] of 
$50,000 to conduct the business of owning and Operating ships 
and vessels of all kinds. Officers are: F. T. Bray, president and 
treasurer; B. P. Moon, vice-president, and F. P. Bray, secretar; 
all of Norfolk. i 

New York in 1930 continued to hold its supremacy over qj 
other ports of the Atlantic and Gulf seaboards combined, accor. 
ing to an analysis of the export and import business of th 
various ports, which has just been completed by the Merchants 
Association. The analysis was based on Department of (op. 
merce reports. 

This port is shown to have handled 48 per cent of foreig 
trade through Atlantic and Gulf ports. The total value of its 
exports and imports was $2,852,779, as compared with foreign 
trade of $2,008,639.20 for all the other eastern seaboard ports 

Statements circulated in shipping circles that representa. 
tives of American shipping who attended the meetings of the 
International Chamber of Commerce in Washington were caught 
unaware by representatives of foreign nations and placed on 
record in favor of opening the coastwise field to foreign-fag 
tonnage caused H. B. Walker, president of the American Steam. 
ship Owners’ Association, to issue a denial. His statement. in 
part, follows: 

“The general resolution adopted by the chamber urged its 
national committees and organization members to do everything 
in their power so that international conventions of value to 
international commerce and shipping may not remain dead let 
ters but be effectively enforced by all maritime countries. 

“Some of the conventions are unacceptable to American 
interests. One or more of them particularly had been opposed 
by the Maritime Law Association of the United States and other 
interests, so that there is little probability of their being ratified. 

“Lord Marks of Woolwich, England, made an address on 
flag discrimination at the meeting of the Sea Transport Section, 
at the conclusion of which he offered a resolution which, in 
effect, reaffirmed the Rome resolution and called for its enforce 
ment. It was this particular resolution which was opposed by 
Ira A. Campbell, general counsel of the American Steamship 
Owners’ Association. Thereafter, on the diplomatic suggestion 
of Sir Alan Anderson, Lord Mark’s resolution was withdraw 
and the controversy on flag discrimination was satisfactorily 
disposed of.” 


OCEAN SHIPPING STATISTICS 


Vessels engaged in our foreign commerce made nearly 61,(l/ 
entrances and clearances through United States ports in the 
fiscal year 1930, according to a study by the Bureau of Research 
of the Shipping Board. 

Vessels engaged in this trade transported 104,670,487 toms 
of commodities, making 29,909 entrances at American por's 
bringing in 49,764,658 tons of imports, and 29,975 clearances 
carrying out 54,905,829 tons of exports. 

American flag vessels made a total of 24,796, or 41.4 pe 
cent of the total number of entrances and clearances, and carried 
42,091,023 tons, or 40.2 per cent of the total amount of freigh! 
transported. The remainder of the entrances and clearance, 
numbering 35,088, were made by vessels of thirty different for 
eign nations, which carried 62,579,464 tons of freight. 

Incoming American vessels made 41.6 per cent of the total 
number of entrances and brought in 50.7 per cent of the tol 
imports received, while outgoing American vessels made #1. 
per cent of the clearances and carried 30.7 per cent of the ton: 
nage exported. - F 

Nearly 66 per cent, or 39,291, of the total entrances a 
clearances were made by vessels with cargo, the remaillé 
20,593 having entered or cleared in ballast. The loaded vesse® 
were divided between 19,417 entrances, equaling 65 per cent 0 
the total inbound, and 19,874 clearances, representing 66 
cent of the outbound vessels. Approximately 62 per cent © 
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merican flag entrances and 56 per cent of the clearances 


e A 
oct with cargo. 
The United States water-borne foreign trade is separated 


or statistical purposes into three general divisions: Overseas 


and nearby ocean and Great Lakes. 

vessels plying in the overseas trade made 15,711, or 26 per 
nt, of the total number of entrances and clearances during: the 
ree year 1930, and carried 55,250,569 tons of cargo, or nearly 
“ per cent of the total freight transported. The entrances of 
vessels from overseas foreign countries numbered 7,829, of which 
-¢99, or 73 per cent, were with load. These vessels carried 
147,025 tons of freight, or about 38.5 per cent, of the total 
imports. Clearances in the overseas trade numbered 7,882 ves- 
ls, of Which 7,605, or more than 96 per cent, carried cargo. 
This cargo aggregated 36,103,544 tons, or nearly 66 per cent, of 
the total water-borne exports. 
" Vessels in the nearby ocean trades made 25,887 entrances 
and clearances, Or about 44 per cent of the total number, and 
varried 33,517,505 tons of freight, equal to 32 per cent of the total 
cargo movement. The entrances in the nearby ocean trade num- 
pered 12,961 vessels, of which 10,442, or nearly 81 per cent, car- 
ried cargo amounting to 24,886,777 tons, equal to 50 per cent of 
the total imports. Clearances in the nearby trade numbered 
12,926, of which 7,901 vessels, or 61 per cent, were with cargo, 
carrying 8,630,728 tons, or nearly 16 per cent of the total water- 


borne exports. 
Vessels operating on the Great Lakes made 18,286 entrances 


and clearances, or about 30 per cent of the recorded total, and 
carried 15,902,413 tons of freight, or about 15 per cent of the 
total water-borne trade for the year. The entrances through 
Great Lakes ports numbered 9,119 vessels, of which 3,286, or 
46 per cent, carried cargo aggregating 5,730,856 tons, equal to 
1.5 per cent of the total water-borne imports. Clearances 
through Great Lakes ports numbered 9,167 vessels, of which 
4368, or 47.5 per cent, were loaded, carrying 10,171,557 tons of 
cargo, or about 18.5 per cent of the total exports for the year. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 15 
of the shipping act of 1916 have been approved by the Shipping 
Board: 


Japan-Atlantic Coast Freight Conference, of which the following 
are members: Barber-Wilhelmsen Line, Dollar Steamship Lines, Inc., 
Ltd, Nippon Yusen Kaisha, and Osaka Shosen Kaisha. This agree- 
ment is identical with an agreement of this conference approved by 
the board September 4, 1929, as altered by modifications approved on 
April 30, 1930, and April 15, 1931, except that it now records Dollar 
Steamship Lines, Inc., Ltd., as a participating carrier and the date 
{execution of the agreement is changed to April 1, 1931. The agree- 
ment by its terms provides for the maintenance of uniform freight 
rates, aS agreed upon by two-thirds majority vote of members, on 
wafic from Japan ports (including Formosa) and Dairen to United 
States Gulf and Altantic coast ports via Panama. The agreement 
specifically prohibits acceptance of freight at less than actual gross 
weight or measurement, payment of commissions or brokerage or the 
granting of free or reduced passages, or special accommodations to 
shippers or their families. Payment of returns of freight received 
r absorption of rail freight or other local charges in contravention 
of sections 14, 16 and 17 of the shipping act are also prohibited. 
Member lines may be expelled from the conference for breach of the 
agreement and any party may withdraw upon three months’ written 
notice. Any operator of vessels in the trade may become a member 
f the conference upon compliance with the terms of the agreement. 

Gulf Pacific-Redwood Line with Pacific-Java-Bengal Line: Ar- 
rangement for handling through shipments from United States Gulf 
ports to ports in the Orient, with transshipment at Los Angeles Har- 
bor or San Francisco. Through rates and conditions are to be in 
accordance with direct line tariffs subject to minimum through rate 
of $9 per ton, weight or measurement. Through rates to base ports 
ae to be apportioned equally between the lines subject to minimum 
Proportion of $4.50 per ton to each. On traffic to ports other than base 
ports Pacific-Java-Bengal Line is to receive the excess of the through 
rate Over the rate to base port. 

_ Luckenbach Steamship Company, Inc., with United States Navi- 
gation Company, Ine.: Through billing arrangement covering ship- 
ye of canned goods and dried fruit from Pacific coast ports to 
‘esignated South and East African ports, with transshipment at New 
York. Through rates are to be the same as rates to these ports pub- 
ished by Pacific Coast-European Conference lines and are to be 
‘pportioned 40 per cent to United States Navigation Company and 60 
per cent to Luckenbach, the latter to absorb cost of transshipment 
out of its proportion. 

th Quaker Line with Scandinavian American Line: Arrangement for 
pie movement of shipments of canned fish, canned goods and 
a a from United States Pacific coast ports to Oslo, Copenhagen 
mg er ports of call of the Scandinavian American Line. Through 
rel ag to be based on direct line rates and apportioned equally 
¥ en the two lines, each of which is to assume one-half the cost 

Dalpshipment at New York. 

Previa Steamship Lines, Inc., Ltd., with American & Indian Line: 
fruit a for handling through shipments of canned goods and _ dried 
chi a United States Pacific Coast ports of call of Dollar to Kara- 
shipment ay, Colombo, Calcutta, Madras and Rangoon, with trans- 
of the at at New York. Through rates are to be the combination 
is he Pray tariff rates of the participating lines. The arrangement 
ae to minimum through blil of lading charge of $10, of which 
1 cube tar Indian Line is to receive $2.50 on shipments measuring 
cubie fe pont or less and $5 on shipments measuring in excess of 10 
Dollar ty ; the remainder to accrue to Dollar Line. On all shipments 
ilar 8 is to absorb the cost of transshipment at New York. 

billing a teamship Lines, Inc., Ltd., with Lloyd Sabaudo: Through 

Trangement covering shipments from Pacific coast ports to 
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West Coast of Italy, with transshipment at New York. Through rates 
are to be based on direct line conference rates and are to be divided 
equally between the two carriers, each of which is to assume one-half 
the cost of transshipment at New York. 

United States Navigation Company, Inc., with Quaker Line: Ar- 
rangement in respect to through shipments from Pacific coast ports 
of call of Quaker Line to specified South and East African ports. 
Through rates are to be the same as those quoted by members of 
Pacific Coast-European Conference to the same ports and are to be 
apportioned 60 per cent to Quaker and 40 per cent to United States 
ae Company—Quaker Line to absorb cost of transshipment 
a ew York. 


_. United States Navigation Company, Inc., with Quaker Line: Pro- 
vides for joint handling of through shipments from Pacific coast ports 
of call of Quaker Line to London and Liverpool. Through rates are 
to be the same as the direct line conference rates and are to be 
apportioned equally between the two lines, each of which is to assume 
one-half the cost of transshipment at New York. 

Cancellation of the following agreements which have been 
in operation was approved by the board: 

. Gulf Pacific-Redwood Line with Sacramento Navigation Company’ 
The agreement provided for through shipments from Mobile and New 
Orleans to Sacramento, Calif., with transshipment at San Francisco, 
transportation service from Gulf ports to San Francisco being fur- 
nished by Redwood Line, Inc. Cancellation of this agreement is 
requested because as the result of unification of services of the Gulf 
Pacific Line and Redwood Line, Inc., the service performed by Red- 
wood Line under this agreement will in future be rendered by the 


Se mene Line under another agreement on file with the 

Gulf Pacific-Redwood Line with Pacific-Java-Bengal Line: The 
agreement is between Java Pacific Line and Redwood Line, Inc., and 
covers through shipments from Oriental ports to Gulf ports via Pacific 
coast ports. Cancellation of this agreement is requested because of 
change in the names of each of the original parties, the subject mat- 
ter of the agreement now being covered by another memorandum. 

Bull Insular Line, Inc., with United States Navigation Company, 
Inc.: The agreement provided for through movement of shipments 
from Virgin Islands and Puerto Rico to London and Liverpool and to 
designated South and East African ports, with transshipment at 
New York. 

Bull Insular Line, Inc., with Kokusai Line: The agreement covers 
through movement of shipments from Virgin Islands and Puerto Rico 
to Hamburg via New York. 

Separate agreements of Gulf Pacific-Redwood Line with Matson 
Navigation Company, Matson Navigation Company, Oceanic & Oriental 
Navigation Company, United Fruit Company, Nippon Yusen Kaisha. 
Each of the agreements cancelled covers an arrangement for through 
movement of shipments from point of origin on the line of one of the 
participating carriers to point of destination on the line of the other. 
In each instance the transportation service performed by Redwood 
Line under these agreements is to be continued by the Gulf Pacific- 
Redwood Line under other agreements on file with the board. 


OCEAN CHARGES ON PETROLEUM 


Preference to the Vacuum Oil Company and discrimination 
against complainant on account of difference in charges for 
ocean transportation of petroleum products is alleged in No. 
72, the Atlantic Refining Company vs. Ellerman & Bucknall 
Steamship Company, Ltd., et al., a complaint filed with the 
Shipping Board under the shipping act of 1916. 

It is alleged that respondents, through their cooperative 
arrangements or conference, jointly contracted with complainant 
to carry the latter’s shipments of petroleum products from New 
York and Philadelphia to Cape Town and other African ports 
and to ports in Mauritius, Reunion and Madagascar, for the 
periods October 1, 1928, to September 30, 1929, and October 1, 
1929, to September 30, 1930. 

For similar shipments from and to the same ports, it is 
alleged, undue and unreasonable preference in rates was ac- 
corded to the Vacuum Oil Company of South Africa, Ltd., and/or 
Vacuum Oil Company, competitor of complainant, and complain- 
ant was compelled to pay “by reason of said illegal discrimina- 
tion,” $36,617.17 in excess of “the proper and reasonable rate” 
given the competitor. 

Complainant asks for a cease and desist order, the same 
rates as are enjoyed by the Vacuum company, and reparation 
of $36,617.17. 


FAILURE TO FILE TARIFFS 


The Bureau of Regulation of the Shipping Board will hold 
a hearing May 19, in Room 200, 45 Broadway, New York City, 
in No. 68, in re Thames River Line. In this proceeding the 
board is investigating failure of the line to file with the board 
maximum rates and charges. 


IMPROVEMENT OF WATERWAYS 


Secretary of War Hurley has approved allotments from 
river and harbor funds of $22,000 for dredging Harbor of Refuge, 
Seward, Alaska, and of $10,000 for improvement of Gloucester 


Harbor, Mass. 


FREIGHT TRAINS ON TIME 


A new record for maintenance of freight schedules was 
established by the Missouri Pacific Lines last month, when 95.6 
per cent of its red ball freight trains were operated on time, 
according to announcement by President Baldwin. A total of 
5,780 such trains were operated. The previous high record was 
95.1 per cent, established in January, this year. 
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RYAN WARNS PIER “RACKETEERS” 


The Traffic World New York Bureau 


A copy of a letter signed by Joseph P. Ryan, president of 
the International Longshoremen’s Union, addressed to the 
members of the union and stating that attempts to overcharge 
truckmen by loaders on piers will result in their expulsion, has 
been made public by W. H. Chandler, chairman of the Shippers’ 
Conference of Greater New York and traffic expert of the 
Merchants’ Association of New York. 

The shippers’, merchants’ and many other commercial organ- 
izations have fought the loading evils for a number of months 
and their efforts were crowned with success when the Inter- 
state Commerce Commission called on the railroads to see to 
it that receivers of freight are in all respects free to use or not 
to use the services of public loaders at their freight stations. 

Mr. Ryan’s letter to the loaders follows, in part: ‘From 
time to time, you will have read in the press various statements 
through the Merchants’ Association, Chamber of Commerce and 
other sources, asserting that the loading situation on the piers 
has developed into a racket, and that the loaders are racketeers. 
As international president of our organization I immediately 
refuted these charges and challenged them to prove them, but 
recently complaints of overcharging have become so numerous 
that I am getting tired of having our organization held up to 
ridicule on account of the actions of a few of the loaders. 

“Therefore, from now on, the different complaints will be 
referred to our organizers for adjustment and if there are 
frequent complaints against certain piers, I shall notify their 
officials that we are not going to protect these loaders if any 
action is taken either to remove them from the piers or have 
the truckmen bring their own loaders in to load their trucks.” 

Mr. Chandler said he expected the Shippers’ Conference 
would soon be able to report the result of the I. C. C. warning 
to the railroads respecting the loading situation on their piers. 
He called upon shippers to report to him any difficulty with 
the charges assessed by the loaders, saying he, in turn, would 
submit the complaints to the proper authorities. 


NEW YORK SHIPPERS’ CONFERENCE 


The Traffic World New York Bureau 


The Pennsylvania will inaugurate a new service, effective 
June 4, providing loader service at its pier stations at 3 cents 
a hundred pounds, the same rate charged by the public loaders, 
it was announced at the monthly meeting of the Shippers’ Con- 
ference of Greater New York by William H. Chandler, chairman 
of the conference. The belief was emphasizd that other rail- 
roads and some steamship companies will be persuaded to 
adopt similar service and that the loaders’ problem, which has 
been a source of troubie for some time, will be peaceably 
settled. It has been charged in the past that loaders have 
taken possession of part of the railroad and steamship pier 
stations and, by dint of threats, have prevented shippers em- 
ploying their own men, and that in addition to forcing their 
own employment they have imposed excessive charges for their 
services. The railroads, when appealed, to, said they were 
powerless, as, if they removed the unwelcome loaders, they 
might be subject to a strike, as these men were members of 
the International Longshoremen’s Union. 

It was reported by G. W. Hilleary, of the store-door delivery 
committee, that the store-door plan has not been entirely dropped, 
but is really in course of negotiation between the railroad ex- 
ecutives and shippers ard their representatives, whereby it is 
hoped to draft a plan satisfactory to all. 

The conference adopted a resolution to cooperate with the 
railroads and to give them assistance in every way, should they 
decide to appeal from the decision of the Commission in the 
container car case. Under that decision, the practice of the 
railroads with respect to rates on freight handled in container 
cars must be discontinued in favor of having the merchandise 
that goes into the car classified. Under that condition the ship- 
pers would probably have to face a higher bill than previously, 
it was pointed out. 

Ten new members were elected to the conference. 


BUSINESS MEN TO VISIT RUSSIA 


In the summer of 1930 Dr. Henry R. Seager, of the faculty 
of political science of Columbia University, and a group of 
economists and business men went to Russia to make a study of 
the Soviet five-year plan of the possibilities for future Soviet- 
United States trade. Those who made this trp were unanimous 
in the opinion that the Russian market was rich with opportuni- 
ties which are to be had for the asking. Dr. Seager made ar- 
rangements with Soviet officials to interview American business 
men who might visit Russia in the summer of 1931 and discuss 
these opportunities with them. Roy H. Mackay, Columbian 
University economist and authority on Soviet affairs, is carry- 








Vol. XLVI 


The Traffic World ————_____0 Xvi, % 





ing out these arrangements and extends an invitation to Am 
can manufacturers, engineers and economists to visit Russia ~ 
summer and make a conservative study of the Russian Mark 
A program of thirty days, from Berlin back to Berlin 
been arranged. For the convenience of those who wish to mak, 
the trip the party will be divided into two groups, the first ‘ 
leave Berlin on July 15 and the second on July 25, to 
Conferences will be held with Soviet officials and Americ, 
engineers and builders in the principal industrial centers The 
Soviet officials are reported to be eager to discuss the opportu, 
ties available. Representatives of the Soviet government and 
American economists who have made a thorough study of Soviet 
economy, will accompany both groups so that the siutation May 
be understood from all viewpoints. ' 


NEW PASSENGER AIRLINES 


Detroit Aircraft Corporation officials announce the opening 
of two new passenger airlines. The New York and Westen 
Airlines and the Midland Air Express will start operations befor, 
June 1. The New York and Western Line, with headquarters at 
Pittsburgh, has already started the first high-speed run frop 
Pittsburgh to New York, with stops at York, Pa., and Camden 
N. J. The scheduled travel time is 2 hours and 10 minutes, a 
compared to the fastest former schedule of 3 hours and 4; 
minutes between the two cities. The New York and Westen 
company will take delivery of two new transports June 1, anj 
these planes will maintain the fastest schedule of any airline 
in the world, it is said. The Orion, carrying six passengers anj 
baggage, will cruise at approximately 175 miles an hour, 

The Midland Air Express will operate from Fairfax Airport 
at Kansas City, Kan., to Sioux Falls, S. D. This line will make 
connections with the lines from Fort Worth and Chicago gt 
Kansas City. 


AIR MAIL TO NORTHWEST 


Announcement has been made by Postmaster-General Brown 
that air mail service from Fargo to Bismarck, N. D., will be 
begun June 1, giving to the capital of North Dakota direct air 
mail and passenger service to and from Chicago by way of the 
Twin Cities. The operators of this extension will be the North 
west Airways, Inc., of St. Paul, Minn. On the same date air 
mail service will be established between St. Paul and Minne 
apolis and Duluth, Minn. The Northwest Airways, Inc, will 
operate this route. This new service will afford the business 
interests of Duluth an overnight air mail service between that 
city and New York. It, likewise, will provide a twenty-four-hour 
passenger service between the two cities. 


AIRWORTHINESS OF AIRCRAFT 


Suggested revisions in the Department of Commerce air 
worthiness requirements for aircraft will be the subject of a 
conference to be held July 31 at the department in Washington 
between aircraft manufacturers and the aeronautics branch of 
the Department of Commerce. 


CONDITION OF EQUIPMENT 


Class I railroads on April 15 had 163,135 freight cars in need 
of repairs, or 7.4 per cent of the number on line, according to 
the car servic division of the American Railway Association. 
This was an increase of 1,018 cars above the number in need 
of repair on April 1, at which time there were 162,117, or 13 
per cent. Freight cars in need of heavy repairs on April 15 
totaled 114,549, or 5.2 per cent, an increase of 1,650, compared 
with the number on April 1, while freight cars in need of 
light repairs totaled 48,586, or 2.2 per cent, a decrease of 632 
compared with April 1. 

Class I railroads on April 15 had 6,131 locomotives in need 
of classified repairs, or 11.2 per cent of the number on line 
This was an increase of 164 locomotives above the number 1 
need of such repairs on April 1, at which time there were 5,967, 
or 10.9 per cent. Class I railroads on April 15 had 9,648 service 
able locomotives in storage compared with 9,781 on April 1, 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period -_ 
23-80, inclusive, totaled 602,832 cars, as compared with 614,22 
cars the preceding period, according to the car service division 
of the American Railway Association. It was made up # 
follows: 


Box, 240,680; ventilated box, 2,108; auto and furniture, 38it 
total box, 282,315; flat, 20,040; gondola, 140,975; hopper, 110,708. Te 
coal, 251,679; coke, 717; S. D. stock, 24,472; D. D. stock, 4,44) 
frigerator, 16,652; tank, 769; miscellaneous, 1,756. 


Canadian roads reported a surplus of 26,917 cars, made ° 
of 25,000 box, 250 auto and furniture, 300 S. D. stock, 1,050 * 
frigerator and 317 miscellaneous cars. 
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Lake Shipments of Newsprint on the Increase 


Study of Materials Handling and Use of Water Route from Canadian Paper Mill to Chicago 
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Contribute Large Transportation Saving 


EARLY $150,000 in freight charges is saved by the Chicago 
Tribune every year by using the lakes instead of rails 
for the movement of paper from its paper mill at Thorold, 


rolls in a few seconds by waiting men. The load is then quickly 
raised and drawn in to the dock where the rolls are released 
on a runway of two parallel wooden tracks down which they are 
shunted into the warehouse. At the end of the track extension 















Ont, Canada, to Chicago. Approximately 90,000 tons of news- 
print are transported on the lakes in the seven and a half 








A specially designed tiering machine in the warehouse piles the 1,600- 


pound rolls of newsprint sixteen feet high. 


months in which they are open to navigation, at a sav- 
ing $1.50 or more on each ton, as compared with the 
cost that would apply if the shipments were made by 
rail. The rail rate is $4.50 a ton. No small contribution 
to the saving effected by the water movement is made 
by loading and unloading equipment in use at the ter- 
ninals, in that handling expense is held to a minimum 
and time lost at the docks is small. 

“The business of ships is that of transportation,” 
someone has said, emphasizing the obvious. The 
emphasis was for the purpose of calling attention to the 
fact that every hour lost in unloading or loading due 
o inefficient handling methods, is that much subtracted 
from the usefulness of the ships. By careful study of 
the problems involved those in charge of the Tribune 
operation have been able to increase the rate at which 
the unloading at Chicago is performed by more than 
0 per cent in a period of a little more than half a 
dozen years. 

The Tribune movement to its Chicago warehouses 
along the Chicago River, adjacent to the newspaper 
plant, is almost entirely performed by a single ship, the 
Thorold, built to specifications for the particular job 
t performs. Some 3,000 tons of paper are transported 
ss each trip, with a round trip every ten days. Roughly, 
‘olr days’ sailing is required to cover the 886 miles be- 
‘ween the two terminals, with fifteen hours for unload- 
ing at Chicago and 20 hours for loading at the paper 
al. The unloading is performed at a rate of 175 to 
“00 tons an hour. In 1922, 70 tons an hour was con- 
sidered good. 

Electrically operated “hammer-head” cranes are used 





or runway, they are pushed off onto hand trucks with a special 


“lip” at the bottom conforming to the contour of the 
roll and moved to a tiering machine which piles them. 

The tiering machine, the “spreader,” the “lip” on the 
hand trucks, and a variety of other mechanical aids to 
the handling operation have all been developed by the 
superintendent of warehousing and receiving, F. Von der 
Horst, who, according to H. A. Laird, Tribune traffic 
manager, has a special genius for that kind of thing. 
Ingenuity in meeting special conditions, it has frequently 
been pointed out, is a prime requisite of materials han- 
dling economies. 

One of the most interesting devices perfected by Mr. 
Von der Horst is a set of tongs used to break out a new 
tier of rolls in the ship. The Thorold was “built with a 
trunk on her back,’ which makes possible the loading of 
five tiers of rolls standing on end. One device after 
another was tried in an effort to find a way of opening 
up a new tier quickly and without damaging the rolls. 
The unbroken surface of the roll-heads before the un- 
loading is begun, or after one tier has been cleared away, 
offers a substantial obstacle to a smooth handling oper- 
ation. To meet that situation, a special set of “tongs” 
was devised for lifting out the first eight or nine rolls. 
The tongs, when spread, are set to the width of the 
roll, and at each side have small metal plates which 
take hold of the roll, the grip being supplied through lift- 
ing action of the crane. Immediately the roll is set down 
on its end on the top of the tier, the grip is released 
and a hook quickly placed in position by one of the men 
prevents the clamps from closing on the roll again. The 
mechanical details are as ingenious as the device’ is 





Sixty-four hundred pounds of paper on its way from lake ship to ware- 


house. 


Two electrically operated “hammer-head” cranes unload a ship 


of 3,000 tons in fifteen hours with a minimum of manual labor. 


_ for loading and unloading the ships. At the Chicago end, 
the cenary cranes with swiveling arms that extend out over 
me — are used to empty it of the huge rolls—a full size roll 
ion —J 1,600 pounds. The cranes have a capacity of three 
with fting from three to four rolls at a time by a “spreader” 
Sate plug attachments, shown in one of the accompanying 
hola : ons. The spreader is dropped by the crane into the 

of the ship and the core plugs inserted in the ends of the 





efficient. 

At the mill end, the paper is carried directly from the place 
at which the rolls receive their protective wrapping to the load- 
ing dock on the new Welland Canal by a power slat conveyor. 
There they are handled into the boat by two hammer-head 
cranes similar to, but larger than, those in service at Chicago. 
These two cranes are on tracks and can be moved up and down 
the five hundred feet of the dock under their own power. They 
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are used for unloading lake coal shipments and for other pur- 
poses by simply substituting a clam shovel or other attachment 
for the spreader used in handling the paper. 


“Few people realize the extent to which water shipment of 
paper has developed in recent years,” said Mr. Laird. Of the 
total annual consumption of nearly 400,000 tons of newsprint 
at Chicago, nearly half of it arrives via the lakes at present, 
he said. A much larger proportion would arrive that way if the 
lakes were not closed to navigation for nearly five months. 
Expense of warehousing prohibits storing the winter supply 
for the large daily newspapers, while rail rates remain at their 
present level, it was pointed out, though the Tribune is able to 
spread over about eight months its supply received by water. 
In normal times, the 3,000 tons transported by the Thorold in 
one trip is little more than a week’s supply. Three thousand 
tons would fill 100 box cars with thirty tons each, the average 
rail loading. 


The Thorold, it is stated, practically takes care of the 
output of the Tribune paper mill, though there is an accumula- 
tion, periodically, over that, which is handled in ships of com- 
mercial ownership. The first water shipment to arrive at the 
Tribune plant this year was delivered to its warehouses by the 
steamer New York News—which is normally used to transport 
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pulpwood from the mouth of the St. Lawrence to the Paper mi 
—April 28. Rail shipments were shut off March 28, Mr Ser 
explained, and had been “robbed” ever since the first of th 
year to obtain the maximum advantage of the water th 
When the navigation season opened, two ships were waiti e. 
under load at the mill dock and approximately four additio ng 
ship loads had been accumulated in the mill warehouse —~. 
sixth boat load was docked at Chicago early the morning of 
May 2, so that the reserve warehouse supply was quickly uj} 
up after the first movement began. To complete the picture 
so far as the water shipments are concerned, it was said that 
the company normally had to purchase from 50 to 60 thousang 
tons of newsprint in the outside market, all of which arrive 
via the lakes. 

In facilities for handling coal, iron ore, grain, and a number 
of other bulk commodities, the lake docks offer materials han. 
dling equipment not excelled anywhere. On the lakes, Nature 
of the traffic in which ships are engaged frequently, jf not 
usually, dictates their construction as well as that of the shore 
facilities, which is not the case in anything like the same degree 
in connection with ocean shipping. Simplicity of cargo makes 
for simplicity in the handling operations at terminal ends and 
greatly enhances the normal advantages attaching to deep water 
navigation. 





Inland Waterway ‘Transportation 
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GOVERNMENT AND BARGE LINE 


Under the heading, “Status of Federal Barge Lines and 
What to Do About It,” Frank W. Noxon, as secretary of the 
Railway Business Association, has put out the following: 
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Members are pressing for a program to get the government out 
of the barge business on the Warrior and Mississippi River systems. 
Inquiries sum up thus: 

A What is the actual status and trend? 

B What changes if any in the status are desirable from the 
standpoint of getting and keeping the government out of business 
in competition with citizens? 

C What can business men and organizations do to accelerate 
abandonment of the federal barges? 

Some answers are suggested: , 

1 Federal barges are actually conducted, not to attract private 
lines, but to demonstrate that government can successfully conduct 
a business enterprise; and with a view not to abandonment but to 
indefinite perpetuation. 

By statutory avowal and annual official insistence the objective 
is to attract private lines; the test of federal success, the transfer 
of traffic volume from federal to citizen carriers. Actually, the pro- 
posal to drop the lower Mississippi division, where traffic is heaviest, 
evokes protest more vehement than any other; for not even the 
comic opera bookkeeping by which the federal operators show a 
“profit”? would prevent red ink on the remaining divisions if the 
theoretical margin of receipts over expenses on the lower Mississippi 
were no longer impounded to keep the Warrior and upper Mississippi 
barges afloat. Deprive the barge director of his exhibit in solvent 
socialism and you take all the sunshine and roses out of his life. 

Urged to sell the equipment and wind up the corporation, Con- 
gress in 1928 tripled its capital and authorized extensions into other 
streams. Entreated to sanction sale or lease when the ‘‘demonstration”’ 
is complete, Congress authorized the Secretary of War, under con- 
ditions, to sell or lease the whole system or any “unit;’’ defined 
“unit” to mean the Warrior River as a whole or the Mississippi as 
a whole, including the Denison act extensions northward; and spe- 
cified such conditions of abandonment, even of one such “‘unit,’’ that 
perpetuity is inevitable. 


Business Men and Associations 


Contradiction of the declared aim is backed up in the position 
of numerous business men and associations located along streams 
bearing or hoping to bear federal barges. ‘‘We are against government 
in business,’’ they announce, “‘except as to barges.”’ 

The most powerful lobby at Washington during our time de- 
nounces everyone making critical inquiries concerning the communist 
barge lines as ‘‘opposed to waterways.”’ 

Among its affiliates or allies in bringing about the present status 
and trend was nearly if not quite the most influential local business 
body in the country. It cast its 10 votes in the U. S. Chamber ref- 
erendum for the whole series of recommendations opposing federal 
or state production or transmission of electric powen Its officers 
declare it to have been their feeling from the beginning that the 
government should not stay in the barge service. Yet it played a 
leading role in passing the Denison act, and appears content to rely 
upon the terms of that measure as now administered to provide the 
government with a way out. 

Among the enthusiasts for federal barge lines is another city 
organization which proposed that the U. S. Chamber of Commerce 
“organize and lead the business interests of the country in an aggres- 
sive and continuous campaign, national in character, against gov- 
ernment entering business competition with its citizens,’’ as the cham- 
ber did on May 1 in Atlantic City. Those who have provided the 
capital for development of the railway superservice now underlying 
low manufacturing costs are admittedly ‘‘citizens,’’ but they are as- 
sured by business men still professing friendship that the entrance 
of government into the barge business in competition with them 
“will not injure, but benefit you.’’ The Washington office of the 
Railway Business Association has yet to find any business man who 
talks in that vein able to show that he has the railroad crisis at or 








near the top of his agenda or is cooperating with anybody whatever 
in the quest of a solution. “Cheer up!” is as far as they go. Busi- 
ness men animated by less neighborly sentiment toward railroad 
owners and managers have embraced the federal socialists’ yocabu- 
lary of personal invective and denunciation of motives. 


Pressure for Joint Rate Concessions 


Among the conditions for sale or lease laid down by the Denison 
act is the establishment of through rail-and-barge rates and divisions 
under regulation by the Interstate Commerce Commission. When 
commodities, regions, individual shippers, or carriers adjudicate their 
rights before that body, the Railway Business Association itself 
abstains and urges everyone else ‘except the parties to abstain from 
discussion of the issue as if it were a suit in court. In a rail-and- 
barge litigation what protection have the railroads as parties or.the 
= against the army, Congress and the whole Mississippi 
valley? 

2 To change the status and reverse the trend requires a new def- 
ination of national policy by Congress and amendments reconciling 
the law with the policy. 

One competent observer when asked to define a policy which if 
pursued would get the government out of the barge business replied 
“If all the anti-socialist business men were ready to resume con- 
sistency even where it affects their own business, the scientific course 
would be to direct auction sale of the federal barge line property on 
or before a specified early date to the highest responsible bidder 
or bidders. As a matter of practical politics under actual conditions 
the best you can hope for would be to forbid further extensions and 
to direct sale of any division as soon as private barges are carrying 
a stated proportion of total tonnage, and sale of all lines left ona 
given date.” ’ : 

This proposal eliminates leases. Sale by divisions would involve 
a new definition of the “‘units’’ which the secretary of war is now 
authorized to dispose of. Instead of a “unit” being either the whole 
Warrior or the whole Mississippi system, the ‘unit’ would be : 
division, The test of ripeness for sale would then be the heart o! 
the policy. A division might be auctioned off when in any year 
non-governmental barges carried as much as 51 per cent of the 
total. Skeptical economists have rejected as repugnant to any really 
temporary demonstration the proposal that federal lines should be 
operated “until they show a profit.’’ In deference to this view five 
years might be fixed for sale of all divisions then remaining com- 
munist. 


Profit as a Condition of Abandonment 


Nothing in the act prescribes attainment of a profit as requisite 
to abandonment. Nothing in the act authorizes repudiation of the 
Interstate Commerce Commission as the umpire over joint — 
Yet on February 25, 1931, in response to our inquiry, an Officer 0 
the corporation wrote us: “The annual progress on each —— 
condition in each unit which the secretary of war is conditionally 
authorized to abandon is measured by the net profit in each = Ss 
a whole and by the joint rates in effect. The time required to fulfil 
these conditions is largely dependent upon how the railway executives 
cooperate in carrying out the full intent of the Denison act. - 

Notice, then, is served that the barge administration will pond 
recommend abandonment until the railroads consent to joint oso 
and divisions not merely more favorable than the Interstate Commer 
Commission adjudges lawful but sufficiently beyond the lawful tariis 
to give the barge unit a ‘‘net profit.’ : a 

The proposal now submitted contemplates an imperative - 4 
mand to eradicate net profit as a requisite for abandonment an thes 
stop pressure upon the yailroads for rate adjustments not ge 
of them by the Interstate Commerce Commission. It assumes does 
that on any division- now authorized if nongovernment service | ‘| 
not develop in five years it never will, and that if it has eo 
or shall develop all concerned may take their chances with c ~s 
service and with the Interstate Commerce Commission on the P 
priety of the joint rates. jor and 

Industrial and mercantile concerns remote from the, Walt - 
Mississippi complain that the socialist establishment hot-houses ast 
port for their competitors. Though taxed to pay for it, they ar Gealers 
they argue, in the contest for markets with producers an 
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or near those streams whose freight costs are reduced through 
srificial water rates made and fail rates coerced by the communist 


parge lines. 
Restoration of Railways to Navigation 


Diversion of traffic from the railways to other transport, precipi- 
tating the present rail crisis, has brought again under a strong light 
the desirability of permitting the railroads to engage in these other 
forms. The Railway Business Association favors repeal of their ex- 
clusion as bidders for federal barge lines when laid on the auction 
plock. TO make this repeal effective, it would be necessary to amend 
the Denison act and strike from the Panama Canal act the clause 
which forbids railroad ownership or operation of boats on any inland 
or coastal waters. This would lead to the regulation of intercoastal 


Ss. 
- To start the federal government out of the bargé service re- 
es a nation-wide show-down on socialism in general. 
Essential factors in the development of such a show-down are 
leadership, coordination of natural allies and a plan of 


quir' 


nucleus, 


action. ‘ P 
' As in the abatement of any other nuisance or menace, agitation 


py those having a direct stake uncovers disinterested or less directly 
interested sympathizers. These are the nucleus which is material 
for leadership and pioneering. We are now in the stage of agitation. 


Interest of Railways, Supply Industry and Shippers 


The railways are affected by subsidized barge competition, by 
rise in taxation, by forced concessions on joint rates and by the 
tendency toward federal invasion of business which if not checked 
will get railroads and get them among the first. 

Next is the railway supply industry. Upon our group, because 
of the railroad crisis, the depression fell many months before gen- 
eral business collapsed. Our people are eager to procure relief for 
their customers from endowed competition, whether subsidized or 
socialized, Which railroad and industrial taxes help maintain. 


Stake of General Contractors 


Finally there are the general contractors. Afflicted themselves 
at many angles by federal competition, that group are spontaneous 
and ardent in condemnation of any government competition with 
citizens anywhere. Nearly every government office having to do with 
the federal building program has its organization executing work 
py direct or prison labor. Such agencies are producing sand, stone, 
gravel, brick and cement. Construction projects now carried on 
include (quartermaster corps) new buildings at West Point and at 
Camp Knox, Ky., paving and drainage work at army posts; (corps 
of engineers) river and harbor dredging work, placing concrete mat 
revetments, building seawalls, levees, spillways, locks, dams; (navy) 
drainage work, pier) construction, dredging; (reclamation service) 
construction work in various locations. 

Encroachments on citizen business dig constantly deeper. The 
last Congress authorized use of federal prisoners on construction work 
and appropriated money to promote this. Immense sums have been 
invested in federal equipment and machinery which is a pnetext for 
undertaking work to keep it busy. 

Contractors are agitating for abandonment of the barge lines not 
alone because they will welcome reciprocal cooperation in curbing 
these other forms of federal socialism, but because of their own 
direct interest in solving the railroad crisis. Hundreds of them 
accustomed to bidding on railroad work are waiting for resumption 
of such employment; while hundreds of others meet in other fields 
~ A megunamaa of those who normally would be engaged on railroad 
projects. 

Some Promising Potential Allies 


Promising sources of allies for these directly interested groups 
are the electric power industry, whose battle against socialization of 
power the railway supply industry and the general contractors are 
fighting, dealers in farm products who are appealing to all business 
for relief from the federal invasion in their field as to grain and 
cotton, and the insurance companies, not alone as heavy rail security- 
holders but as having just been refused by executive veto in New 
York state authority to write unemployment insurance until it is 
decided whether or not such business is to be socialized—a foretaste of 
their reception in Congress, where adjournment merely postponed 
federal unemployment insurance bills. i 
: Effective action at this stage, as was recognized in the U. S 
oo —— cr mapping survey, must be individual. The 

siness man who insists on ridding t ivers y as 
wvallabl lg ns g the rivers of federal vessels has 

i To carry the agitation into his local chamber D 
urging organized discussion and a poll of members. - 

I To carry the agitation into his national trade association 
mobilizing individuals for effort as in I and III. : 

lil To interview his senators and representative, recommending 


th Troce c Fy FY ri j j 
— set a limit, with teeth, on the socialist barge demon- 


The pamphlet containing this statement is prefaced by the 
following from Alba B. Johnson, president of the Railway Busi- 
ness Association, on the subject of “Uncle Sam’s competition 
with citizens in business:” 


Government competition with citizens in business has attai 
s tained 
— that calls for united resistance. The general welfare 
‘e ickio it. With the temptation of local or special bait, socialism 
is file ie us off in detail. One business man in every four or. five 
wheth : eminent American who knew ranch life and when asked 
pe gg he was opposed to lynching is said to have replied, ‘‘Cer- 
die" except, of course, horse thieves.”” A community or country- 
a Pig me at a_ political power plant becomes as sounding brass 
competiti ling cymbal when it ventures to protest against federal 
cunts om with construction contractors. If a chamber of com- 
coe a vocates communist barge lines it has thrown away its in- 
Federal an opponent of Uncle Sam’s trading in grain and cotton. 
me rel rail transport in the world war is still remembered 
repetition warning, but when plots are afoot leading toward a 
nds “om of that catastrophe anyone recuiting forces to combat it 
wee after group asleep each with some socialist opiate. In- 
another companies threatened with socialized monopoly in one or 
to help ranch of insurance search the horizon for allies still free 
ute, can study such a report as this on the federal barge lines 
rd ee a sense of epidemic neglect of responsibility to the Amer- 
the 7 te my their future? Must government invade a field to 
tractors ae le degree suffered by such a group as the general con- 
8 before the members of that group exert themselves, as the 
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contractors have long done, to help protect other groups similarly 
oppressed? The basis of civilized society is reciprocal self-sacrifices. 
Atrophy of self-sacrifice spells chaos and destruction. The problem 
of farm relief, at bottom, is that when all the planters are advised 
to restrict acreage a certain proportion set out to hog the benefit 
by planning not less but more. 

Is our civilization, in which citizens conduct the business, to be 
frittered away because we slack each on his several bit? Politically 
we became a nation not at Yorktown in 1781, when the external foe 
handed over his sword, but in 1787 to 1790, when one state after an- 
other renounced selfish rights for the creation of a commonweal. 
We are now in another kind of crisis. The commonweal that threatens 
to fall in pieces, as the confederation of states threatened between 
1781 and 1790, is the commonweal of citizen business in which 
government restricts itself to governing. Can we command enough 
ratifications to preserve that commonweal? 

Obviously the type of business body best situated to adopt and pro- 
mote a national policy involving reciprocal self-sacrifice is the city 
chamber of commerce with its miscellaneous elements—commercial, 
industrial, transportation, utility, banking, insurance, real estate, pro- 
fessional—fused in one civic jury for the trial of economic causes. 
Here men of every interest match idealism, laying each his renuncia- 
tion on the altar in a fine rivalry of public spirit. Such chambers, 
and with them the national trade bodies, have their equally hetero- 
geneous clearing house in the U. S. Chamber of Commerce. The U. 
S. Chamber in convention May 1 authorized ‘‘a survey of the forms 
and extent of government competition in the fields of business en- 
terprise and to lead the business interests of the country and their 
organizations in a continuous and aggressive effort to have the gov- 
ernment withdraw from existing competition as soon as necessary 
preparation and adjustment can be made and against the govern- 
ment entering upon further competition in any field.” 

The barge lines are an excellent place to begin. They represent 
communist ownership and operation. They persist under the pre- 
tense that they are a temporary demonstration. Is there conscience 
enough and power enough in the United States to lift that burden 
from the backs of citizens operating or ready to operate transport 
lines on the Warrior and Mississippi Rivers; of citizens producing 
at a distance, taxed to maintain a factor which restricts their market; 
of citizens operating railways, taxed to maintain a factor which takes 
their traffic, commandeers their revenue and disorganizes their rate 
structure? 


USE OF GOVERNMENT BARGES 


Editor The Traffic World: 

Golden romance, as well as puzzling word forms, may be 
found within the pages of the English Dictionary, and the Inter- 
state Commerce Act, for example: Because of the slowness of 
water transportation, as compared with rail transportation, the 
Inland ‘Waterways Corporation, otherwise known as the Federal 
Barge Line, is allowed to make its freight rates 20 per cent 
under the rates of the railroads, but the management of the 
Federal Barge Line can even snatch advantage from the jaws 
of disadvantage, and make their very disadvantage an argument 
for the solicitation of freight business above and beyond the 
20 per cent difference allowed in the aforesaid mentioned law. 
We are informed that the general agent of the Federal Barge 
Line wrote, under date of April 25, 1931, as follows: 

“We are advised by one of the large St. Louis coffee 
importers that because of an advance in prices, also to avoid 
the proposed tax by the government of Brazil, which is sched- 
uled to take effect this summer, they are going to import several 
thousand bags of coffee, which will arrive at New Orleans some 
time in June. We are also advised that the usual heavy fall 
buying to take care of the winter trade will take place much 
earlier. 

“Most of this coffee will not be needed and in order to avoid 
having to store it in their own warehouses or at New Orleans, 
arrangements could be made to handle it on our slower tows, 
delaying its arrival at St. Louis, to suit their needs. 

“This matter is brought to your attention in case you are 
not already aware of the situation in Brazil affecting the coffee 
market, as there are no doubt large coffee dealers in your terri- 
tory who could use our service to advantage in taking care of 
large consignments.” 

Perhaps this may be one of the reasons the government is 
building additional barges. 

Further comment is not necessary as to the alleged disad- 
vantages, entitling the Government Barge Line to a 20 per cent 
differential under the railroad tariff, except to say, that here- 
tofore it was well understood that the barges of the Federal 
Barge Line were vehicles for transportation, and not more or 
less stationary warehouses for storage of merchandise without 
charge. 

R. W. Dietrich, Chairman, 

Committee on Traffic and Transportation River and Lake 
Ports, American Warehouse Association, New Orleans, La., May 
11, 1931. 


PROPOSED WATERWAY FOR SAN ANTONIO 


If San Antonio and the other communities situated on the San 
Antonio River between its headwaters and the Gulf of Mexico 
are successful in carrying out their plans, in line with passage 
by the Texas legislature of a bill creating the Trinity River 
canalization district, they will receive the opportunity to ship 
by barge, as may Dallas, Fort Worth and other towns on the 
Trinity River. Senator W. A. Williamson has introduced a bill 
in the state legislature to create a canalization and navigation 
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district that would embrace the course of the San Antonio 
River, from a point eight miles south of the city of San Antonio 
to where it empties into Matagorda Bay, 169 miles. The port 
of San Antonio would be created, the city proper and the river 
junction point to be linked by annexation of territory to San 
Antonio, under the Dill. 
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The project would necessitate a number of locks 
water six to nine feet, as proposed for barges. 

It is estimated that the project would cost 
Congress would be asked for $30,000,000 and the 
cluding territory along the river between San Anto 
coast, would be asked to vote $20,000,000 in bonds. 


to insure 


$50,000,000. 
district, jp. 
nio and the 
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TAXATION OF RAIL AND HIGHWAY 
The Traffic World Washington Bureau 


The experience of the Reading Company and its highway 
subsidiary, the Reading Transportation Company, with taxation 
of its rail and motor properties, has demonstrated that the high- 
way carrier is subsidized by the public in the states of Pennsyl- 
vania and New Jersey to the extent of charges amounting to 
about 10 per cent of its gross revenue, according to a brief filed 
with the Commission on behalf of the Reading Company in No. 
23400, coordination of motor transportation. 

The Reading said it desired to call attention to one phase 
of the present situation resulting from unregulated competition 
between motor carriers and railroads ‘which it believes lies at 
the very root of the problem of coordinating these agencies so as 
to best serve the public. This factor is taxation.” 

If the statements put forth by the highway carriers are 
analyzed, according to the Reading, they show merely as a 
general rule that the license fees and gas taxes paid by all users 
of the highways are now sufficient to provide for the construc- 
tion and maintenance of the highways. 

“It is evident, however,” continues the Reading, “that by far 
the larger part of the funds so derived by the states are paid by 
citizens who use the highways as they were intended to be used 
—as a means of traveling from one place to the other. There is 
no way to separate the respective amounts of license fees and 
gas taxes paid by citizens for their normal use of the highways 
and the amounts paid by highway carriers who subject the high- 
ways to the heaviest use and use them as a place of profitable 
business. There can be no doubt, however, that the sum con- 
tributed by the general public who use the highways as highways 
is many times the amount paid by the highway carriers who use 
the highways in the same manner that the railroads use their 
private rights-of-way. If it be true, as claimed by the highway 
carriers, that license fees and gas taxes now yield sufficient 
money to provide for the construction and maintenance of high- 
ways, it by no means follows that these special users of the 
highways for private gain are making an adequate contribution. 
The most cursory examination of the matter shows that they 
are not.” 


The Reading says that, following the submission of its testi- 
mony in the proceeding, it filed with the Commission a statement 
showing the relative taxes paid by it and by its highway sub- 
sidiary, the Reading Transportation Company, and showed the 
percentage relation of the taxes paid by the railroad and the 
transportation company to their respective gross revenues. I: 
then comments on this statement as follows: 


To summarize the figures shown on this statement Reading Com- 
pany paid for United States and state (Pennsylvania and New Jersey) 
taxes the total sum of $5,437,234.78. The transportation company paid 
$23,873.37. The taxes of the rail carrier, all of which were available 
for the general expenses of government, were 5.37 per cent of its 
gross revenue. The taxes of the highway carrier were 5.4 per cent 
of its gross revenue. Further analyzing the transportation company's 
taxes, we find that only $7,353.19 were applicable to the general pur- 
poses of government, or 1.69 per cent of its gross revenue. In other 
words, the great bulk of all the taxes paid by the transportation 
company were ear-marked by law for highway purposes, and were 
not available for the general purposes of government. And in return 
for these taxes, the highway carrier secures in common with other 
highway carriers a modern right-of-way involving no capital expense 
to itself, but constructed and maintained out of public funds. On the 
other hand, the rail carrier, in addition to paying more than 5 per cent 
of its gross revenue for taxes, is obliged at its own expense to provide 
its own right-of-way and to maintain the same. We shall not under- 
take to fix the capital value of the right-of-way of Reading Company, 
as that could not be done without many arbitrary allocations as be- 
tween right-of-way, terminals, and other necessary adjuncts of rail 
transportation. It is practicable, however, to ascertain definitely and 
exactly the cost of maintaining the railroad right-of-way. Taking 
account only of the items shown on sheet 2 of above exhibit, roadway 
maintenance, tunnels and subways, bridge, trestles, culverts, elevated 
structures, ties, rails, etc., we find that the expense of maintaining 
merely the railroad right-of-way for year 1929, was $10,671,386.38 
This sum is 10.6 per cent of the gross revenue of Reading Company 
On the other hand, Reading Transportation Company, by the payment 
of taxes aggregating $16,520.18, secured the use of highways as a 
private right-of-way at the cost of only 3.8 per cent of its gross 
revenue. To recapitulate, Reading Company paid for taxes and the 
maintenance of its private right-of-way almost 16 per cent of its gross 








revenue, while the transportation Company met its tax obligations 
and secured the use of public highways as a private right-of-we: 
for a little less than 5% per cent of its gross revenue. It js evident 
that the highway carrier is subsidized by the public in the states of 
Pennsylvania and New Jersey to the extent of charges amounting to 
about 10 per cent of its gross revenue. It is this handicap of which 
the railroads justly complain. The usefulness of highway transpor. 
tation is recognized and admitted. The railroads have no thought 
of trying to regulate or legislate highway transportation out of exist. 
ence; they ask only that highway carriers be subjected to regulation 
in the public interest corresponding to that which the public has 
deemed necessary in the case of railroads, and that highway carriers 
be subject to taxes on an even basis with the railroads. Tf this jg 
done, the railroads will have no complaint. And when it is done the 
highway carriers will no longer have the unfair opportunity they now 
enjoy to fix rates on a lower basis than is possible for the railroads 
burdened as they are with the expenses of regulation and taxes, | 

Reading Company submits, therefore, that the report of your 
Commission in this case should recognize the present unfair condi. 
tions as to taxation affecting the railroads and the highway carriers 
and that your Commission should recommend that the states take 
procedure and measures to remedy this inequality. When this is done 
and highway carriers are subjected to regulation in the public interest. 
a long forward step will have been made in the coordination of these 
transportation agencies. ? 


MOTOR BUS REGULATION 


The resolution adopted by the Chamber of Commerce of 
the United States at its Atlantic City meeting favoring federal 
legislation for regulation of motor busses engaged in interstate 
commerce as common carriers, it is explained by officials of the 
chamber, contemplates regulation of the common carrier motor 
bus business along the line of, for example, requiring a certif- 








NEW YORK JOINT TERMINAL 


Union Inland Terminal No. 1, to be erected on Manhattan by 
the Port of New York Authority and used by twelve principal 
railroads serving the island as a joint inbound and outbound 
truck terminal for handling less-carload freight, will be the 
largest building in New York, in point of floor space, and second 
only in the world to the Merchandise Mart in Chicago. It will 
have a ground area of 164,000 square feet and a total of 6 
acres of floor space. Berths for 480 trucks will be provided and 
its handling capacity is estimated as 680,000 tons of merchan- 
dise a year. Studying the architect’s conception are, left to 
right, John C. Evans, terminal engineer; Hunley Abbott, pres 
dent of Abbott, Merkt and Company, architects and engineers 
for the building; Commissioner Howard §S. Cullman, chairman 
of the terminal committee, and J. E. Ramsey, general manage! 
of the Port of New York Authority. 
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ate of public convenience and necessity for operation. The 
resolution was in general terms and not specific as to the 
paracter of the regulation. 

“proposals for motor bus regulation as to dimensions and 
speed, which were referred to the board of directors with the 
suggestion that the subject might receive consideration from 
the chamber’s transportation department and appropriate com- 
nittees, had to do with a recommendation of the National Asso- 
ition of Motor Bus Operators favoring a declaration advocating 
adoption of uniform and reasonable restrictions as to weight, 
speed, etc., to the end that only safe and suitable equipment 
might be operated on the highways, such regulation to be 
prought about through uniform state legislation. (See Traffic 
World, May 9, p. 1136.) 


TRUCK COTTON COMPETITION 


Unless railroads have free hand in setting rates on cotton 
0 New Orleans from points in Mississippi and Louisiana they 
will lose that business to trucks, according to testimony given 
in a hearing at New Orleans by Examiner Mattingly. Railroads 
are seeking an extension and expansion of relief granted from 
prescribed mileage rates on cotton, previous exemption being 
scheduled to expire June 25. The proposed truck competitive 
rate plan has the indorsement of the New Orleans Joint Traffic 
Bureau and cotton exporters in that city. 

The situation relative to the cotton movement to New 
Orleans was outlined by J. L. Shepherd, Memphis, general 
freight agent for the Illinois Central, Yazoo & Mississippi Val- 
ley, and Gulf & Ship Island railroads. He said the problem 
must be dealt with immediately or the railroads would suffer 
the loss of the traffic, which they could not stand. He opposed 
the fixing of a minimum scale, as was done in Texas and west 
of the Mississippi River, but asked a free rein for a year, so 
the rail lines could act promptly, if necessary, to hold the traffic. 

Records of the New Orleans Cotton Exchange quoted showed 
17625 bales of cotton were received in New Orleans by truck 
from August 1, 1930, to April 30, 1931, as compared with 1,686 
bales during the corresponding period in the preceding season. 
The movement of cotton by truck from Mississippi in the 1930 
season was 8,434 bales, as compared with 26 in the same period 
of the previous year. 

Other witnesses included A. H. Guthrie, of Jovite Cau & Co., 
cotton exporter, who asked for equal terms with trucks for the 
railroads; J. J. Moore, traffic manager for the American Cotton 
Cooperative Association, who favored the Commission fixing the 
scale and the establishment of a uniform short-haul rate; T. J. 
Logan, Cincinnati, assistant general freight agent of the South- 
em Railway System, who substantiated Mr. Shepherd’s testi- 
mony; K. G. Gallscholdt, assistant general freight agent for the 
Gulf, Mobile & Northern, who also corroborated Mr. Shepherd, 
and Lee Clark, port director, Gulfport, Miss., who asked for equal 
rates with New Orleans. 





BUS OPERATORS’ ASSOCIATION 


The National Association of Motor Bus Operators has as- 

sumed the status of a separate organization affiliated with the 
American Automobile Association. It originated as a_ divi- 
sional part of the latter organization. On June 1 the motor bus 
association will move its offices in Washington from the Mills 
building to the Tower building. In announcing the change, the 
association said: 
. The rearrangement is largely mechanical and will not in any 
Way disturb the close cordial relationship which now exists between 
the groups but will, if anything, cement a stronger bond between 
the two. The same representation this association has had on the 
board of directors and executive committee of the A. A. A. under 
the Previous arrangement will continue under the new plan and in 
return it has been agreed that the American Automobile Association 
shall have one director on the board of this association, 

As a result of formal action by our board of directors following 
the agreement between the board and the American Automobile 
Association, the National Association of Motor Bus Operators is now 
incorporated under the District of Columbia law as a non-profit cor- 
poration, and under the law the officers and directors of the unin- 
‘rporated association will continue as the officers and directors of 
‘Ne Incorporated association until the next annual meeting. 


MOTOR TRUCKS IN FiJl 


The last horse-drawn vehicles used for commercial trans- 
portation and the last horse-drawn hearse in Fiji were with- 
drawn from use in 1930 and replaced by American motor 
Vehicles, states a report to the automotive division, Department 
of Commerce, from Consul Q. F. Roberts, Suva, Fiji. Copra and 
— products are now carried to the waterfront in 
lite Rapid transportation has become a part of the economic 
nnd of this part of the world and is speeding the movement of 
Products to the large manufacturing countries, says the 
— In Fiji and Samoa, the passenger car and truck have 
ecome the accepted mode of transportation and even in the 
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island Kingdom of Tonga, rich in early Polynesian lore and 
interesting because of its suceession of ruling native monarchs, 
there are 110 cars, 86 privately owned and 18 plying for hire. 


HIGHWAY COMMERCIAL VEHICLE FATALITIES REDUCED 


The great advances made by commercial drivers in safety 
of operation of highway vehicles is indicated by a recent news 
letter of the National Safety Council. T. A. Horrocks, general 
chairman of the council, reports that “the National Safety Coun- 
cil has just completed an interesting analysis of motor vehicle 
fatalities covering the three-year period 1927 to 1930.” In this 
time, he says, the number of private passenger cars involved 
in accident fatalities increased 37 per cent, while the number 
of busses, trucks and taxis involved in fatalities decreased 19.3 
per cent. Trucks enjoyed a 14 per cent reduction and busses 
a 19 per cent decrease in fatal accidents. 


TRANSPORTATION AND THE FAIR 





under construction on the 
This building is nearly 1,000 
The dome 


Building, 

grounds of Chicago’s 1933 World’s Fair. | 

feet long and offers some new concepts in architecture. 
will house the railroad exhibit. 


Travel and Transportation 


(By John W. Gorby) 


The interest of the railroads in participating in “A Century 
cf Progress Exposition’ at Chicago will, it is expected, be 
quickened by the virtual completion of the Travel and Trans- 
portation Building on the grounds of Chicago’s 1933 World’s 
Fair on the lake front. This building, which will house the 
exhibits of the railroads and other transportation industries 
two years hence, is one of the most remarkable of its kind ever 
constructed. 

Transportation will reign supreme in the area of this build- 
ing. Not only railroads, but steamships, airplanes and auto- 
mobiles will have commanding positions in the display. 

The building is nearly 1,000 feet long and offers some new 
concepts in architecture. One of the most remarkable of these 
is its dome. More than 300 feet in diameter over all and ap- 
proximately the height of a twelve-story building, the dome itself 
is entirely clear of pillars. Instead of being supported from 
below, the ceiling is suspended by cables attached to huge steel 
uprights. This dome is the first attempt to apply the suspension 
bridge principle to architecture. 

The roof of the dome is in constant motion. Under a heavy 
fall of snow or under unusual wind pressure, there is possible 
an expansion in its circumference of from six to seven feet. 
This expansion and contraction is taken care of by means of 
expansion joints. 

This type of construction has some obvious advantages for 
an exhibition hall. The absence of pillars provides a great deal 
more floor space than would be possible otherwise. 

The dome of the building is to house the railroad exhibit 
and portray the story of 100 years of progress in railroad trans- 
portation from the tiny locomotives of 1833, with their upright 
boilers, to the latest oil-electric freight and passenger hauling 
giants of the present day. Around the various spaces will be 
grouped an exhibit showing the evolution of railroad transporta- 
tion decade by decade in the nineteenth and twentieth centuries. 

The earliest practical engine of George Stephenson and the 
Rocket, also early American locomotives, will be displayed to 
show the progress from the earliest to the latest and best in 
locomotive development. 

A committee of railroad executives from the American Rail- 
way Association to consider plans for possible participation in 
the World’s Fair has been appointed, with Daniel Willard, presi- 
dent of the Baltimore & Ohio, chairman. Its members, in addi- 
to Mr. Willard, include J. E. Gorman, president of the Rock 
Island, H. E. Newcomet, vice-president of the Pennsylvania, 












PAGE 1216 


Carl L. Gray, president of the Union Pacific, L. A. Downs, presi- 
dent of the Illinois Central, F. W. Sargent, president of the 
Chicago & North Western, W. R. Cole, president of the Louis- 
ville & Nashville, and F. E. Williamson, president of the Chicago, 
Burlington & Quincy. 

If individual railroads desire special exhibits featuring the 
scenic and travel attractions along their lines and visualizing 
the story of their transportation service to the millions of people 
who will visit the Chicago Fair, it can be arranged. 

Manufacturers of railroad supplies and equipment may be 
represented with exhibits showing the progress in their par- 
ticular field. The matter of participation in the fair by these 
manufacturers is now being considered by a committee of the 
Railway Manufacturers’ Association, of which Holly Armstrong, 
of the Montreal Locomotive Works, Montreal, Canada, is chair- 
man. Other members of this committee are C. W. Floyd Coffin, the 
Franklin Railway Supply Company, Inc., New York City; F. E. 
Dodson, U. S. Rubber Company, Baltimore; J. W. Fogg, MacLean- 
Fogg Lock Nut Company, Chicago; George L. Gordon, Lukens 
Steel Company, Coatesville, Pa.; R. J. Himmelright, Standard 
Locomotive Equipment Company, New York; N. C. Naylor, 
American Locomotive Company, Chicago; C. J. Nieman, Penn 
Iron and Steel Company, Creighton, Pa.; J. F. O’Brien, Globe 
Steel Tubes Company, Milwaukee, Wis.; Walter C. Sanders, 
Timken Roller Bearing Company, Canton, O.; Franklin H. Smith, 
Gold Car Heating and Lighting Company, Brooklyn, N. Y., and 
H. E. Wine, Wine Railway Appliance Company, Toledo, O. 

The honor of being the first railroad to obtain exhibit space 
at the fair goes to the Alaskan Railroad for a travel booth in 
which it will depict the scenic attractions of Alaska, feature 
Mount McKinley, and draw attention to the picturesque views 
along its right-of-way. 

Edward Hungerford,® assistant vice-president of the New 
York Central Railroad, who a few years ago directed the “Fair 
of the Iron Horse” commemorating the one hundredth anniver- 
sary of the Baltimore & Ohio, is associated with “A Century of 
Progress” in developing plans for the travel and transport show. 

Unusual exhibits of all other types of transportation, includ- 
ing waterways, airways, and highways, are being provided for. 
One of the outstanding of these will be a steamship exhibit— 
a section of an ocean-going liner. This will occupy the north- 
west side of the travel and transport building and will be one 
of the most interesting sights at the show. The vast size and 
scope of the automobile industry as it exists today offers a 
splendid opportunity for dramatic presentation. The latest word 
in airplanes and dirigibles and the rapidly developing phases of 
air transportation will be shown in striking displays. 

The progress of transportation as it will be portrayed will 
tell not alone the story of the railroad, the waterway, the high- 
way, and the airway, but, to a large extent as well, of the places 
to which all these transportation agencies lead. Thus it will 
be a travel show as well as a transport show. 





B. & O. CONTROL OF ALTON 
The Trafic World Washington Bureau 


Against the objections of attorneys for the Baltimore & 
Ohio and the Chicago & Alton, Director Sweet, of the Commis- 
sion’s bureau of finance, allowed interveners opposing the ap- 
plications of those carriers for permission to acquire and to 
issue stock to offer testimony intended to show how the financial 
condition of the Alton could be improved. 

James H. Fleicher, a consulting and constructing engineer 
specializing in the construction of mining plants, said that the 
introduction of machinery would cause a tremendous reduction 
in the cost of mining coal, so that central Illinois, having a low 
freight rate, might again compete in the Chicago coal market 
and thereby increase the Alton’s coal tonnage. 

N. D. Ballantine, a transportation consultant, for several 
years associated with the late S. Davies Warfield and before that 
having had wide railroad experience, including rail service on 
the war fronts of Europe, presented what was denominated an 
appraisal of the value of the Alton. The book value as of 
December 31, 1930, he said, was $150,000,000. His testimony 
extended over from the first to the second day of the resumed 
hearing that was begun on May 7. 

Receivers of the Alton, Mr. Ballantine said, made im- 
provements that had the effect of increasing instead of lighten- 
ing the burdens of that road. He said the Alton owned more 
than a proportionate share of cars, its ownership being above 
the average in the western district. The same was true with 
regard to locomotives. Its excessive ownership of freight cars, 
he said, caused an annual burden of $500,000 and that the road 
would be better off if it sold some of its cars. The receivers, 
he said, showed by their reports that they knew the coal traffic 
was likely to decrease, but that nevertheless they bought more 
coal cars. Changes he suggested in the matter of the owner- 
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ship of equipment and the operation of trains, he estimateg 
would cause an increase in the net revenue of $600,000 a pa 

After James A. Emery, a consulting engineer, and Willian 
G. Bierd, the latter one of the receivers of the Chicago ¢ Alton 
had testified about the value and the valuation of the Altor 
property, the hearing on the applications of the new Alton to 
acquire the property of the old Alton and the Baltimore ¢ Ohio 
to acquire the stock of the new Alton property (see Traffic 
World, May 9, p. 1120) was interrupted to enable the Con- 
mission to listen to arguments on law questions raised whey 
the hearing was begun. The questions were raised by the re. 
fusal of Director Sweet to permit the introduction of evidence 
by the Stockholders’ Protective Committee as to the finanejaj 
history of the Alton prior to 1919, the year the Commission 
valued the Alton property, and the refusal of the Commission 
to issue subpeenas for Mr. Bierd and for three members of the 
firm or staff of Kuhn, Loeb & Co. The three whose presence 
and testimony were desired were Mortimer Schiff, Louis Strauss 
and Jerome Hanauer. 

The stockholders’ committee desired the testimony of the 
Kuhn, Loeb & Co. men to get the facts about the transactions 
between that firm and the committee about reorganization of the 
Alton with a view to showing faithlessness of that firm because 
it had the relation of trustee in the matter of the interest of 
stockholders. 

Arguments were made in behalf of the committee by G. Gale 
Gilbert and Jonathan C. Gibson, and, for the applicants by Henry 
W. Anderson. Former Senator Reed, of Missouri, was unable, 
because of illness, to take the part in the arguments it had 
been planned he should. 

With stealth and secrecy, Mr. Gilbert charged, Kuhn, Loeb 
& Co. undertook to acquire the 6 per cent and the 3.5 per cent 
bonds on behalf of the B. & O. When the firm had practically 
all the bonds, Mr. Gilbert said, the firm went into court and 
had the property sold when prices were “at the bottom of the 
pit” at an auction price. That, he claimed, showed faithless- 
ness of one holding a fiduciary relation to the stockholders. 
It was claimed in behalf of the stockholders that they were 
entitled to have testimony in the record as to such negotiations 
as well as testimony as to the value of the Alton property if 
it were a part of this, that, or the other railroad system or as 
an independent property. It was argued that such evidence 
would be proper in the consideration of terms and conditions 
under which the Alton property was to be acquired. Mr. Gilbert 
said it was the duty of the Commission to inquire into such a 
matter. 

In answer to questions by Commissioner Eastman, Mr. Gil- 
bert said the Commission could deny the applications or attach 
such conditions as would protect the security holders. But Mr. 
Eastman wanted to know what the Commission, supposing that 
it adopted the views of the stockholders’ committee, could do 
for the benefit of the stockholders. Mr. Gilbert suggested that 
the terms could be found unjust and inequitable. 

“In short,’ said Mr. Eastman, “you think we should re 
quire the B. & O. to pay a higher price?” 

“Not in money, not in money,” said Mr. Gilbert, “but in 
some form of protection.” 


Mr. Gilbert charged that Kuhn, Loeb & Co. preferred their 
client, the B. & O., to their defunct client, the Chicago & Alton, 
and to sell out the latter. Mr. Eastman wanted to know 
whether the matter was tainted with fraud. Mr. Gilbert said 
the transaction was unfair and tended to prevent the free flow 
of capital into the railroad industry. 

Mr. Anderson said there was no confusion or conflict in the 
jurisdictions of the court and the Commission; that the decree 
of the court was in the usual form and provided merely for 4 
finding as to whether the acquisition of the Alton by the B. & 
O. would be in the public interest and not for the confirmation 
of the sale or the action of the court in respect of the property 
against which there was a judgment decree of about $120,- 
000,000 by the payment of which by the stockholders they could 
have the property back again. Where a court of equity passed 
on the debts of a corporation, Mr. Anderson said, there was 00 
jurisdiction of the Commission. . 

That was part of his answer to a question put by Commls- 
sioner Farrell as to whether the Commission had any jurisdic- 
tion of the rights of minority stockholders as such and a fur- 
ther question as to whether there was a division of the public, 
the interest of which was to be conserved, that separated the 
public interest into parts. j 

Mr. Eastman also wanted to know whether it wasn't Per 
tinent to know whether there was a fiduciary relation betweet 
Kuhn, Loeb & Co. and the stockholders. Commissioner Tate 
drew assent to his question as to whether, if there was all the 
bad faith that had been alleged, there was not a fraud for @ 
court to correct. ; 

Mr. Anderson said that the only effect of a denial of the 
applications by the Commission would be to turn the matter 
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pack to the court to hold another sale. He said that the delay 
gas causing a loss of $100,000 a month to the Baltimore & Ohio. 

irrespective of the power of the courts, said Mr. Gibson, 
the responsibility had been put upon the Commission to control 
acquisitions and the terms and conditions of such acquisitions. 
He said the intervening stockholders had alleged the existence 
of a fiduciary relation between Kuhn, Loeb & Co. and the 
stockholders’ committee, putting the B. & O. on notice of the 
egotiations that had preceded, through its agent, the banking 
qm. Mr. Gilbert had alleged that by reason of the negotiations 
joking to a reorganization of the usual sort, the stockholders 
nad been lulled into a belief that there would be such a reor- 
wnization. Mr. Anderson, anticipating that claim, had dis- 
cussed the highly technical law of principal and agency. 

Prior to argument Mr. Emery had placed a value of $125,- 
90,000 on the property of the Alton and discussed the values 
, prior witness had said would result if the Alton were at- 
‘ached to railroad systems other than the B. & O. Director 
sweet held that that testimony was not pertinent. 


Receiver Bierd came to the stand without a subpena such 
as the interveners had requested and testified as to his course 
vith regard to the tentative valuation placed on the Alton by 
the Commission. Mr. Bierd said he had signed the Alton pro- 
test against a tentative valuation of $75,960,936, made by the 
(ommission, as being too low. He said the protest was written 
by the valuation engineers and counsel. 


The Commission ruled against the Alton stockholders, 
thereby bringing the hearing to a close. Fifteen days were al- 
lowed for the filing of a brief by the applicants, twenty days 
by the interveners and five days for reply briefs. 


Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of em | experience and wide knowl- 
edge will answer questions a practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
tituation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Routing and Misrouting—Erroneous Delivery by Carrier 


Ohio.—Question: On November 1, 1930, one of our venders 
shipped a carload of auto engine parts to us. This car traveled 
through Detroit and one of the railroad companies there delivered 
the car to another company to be handled through to Toledo, 
but, instead of placing the car in a Toledo train, it was spotted 
ata Detroit industry siding and we were compelled to have 
the contents of this car trucked from Detroit to our factory on 
the night of November 3 in order to keep our production line 
runing. As a result of this railroad error, we had to pay 
tucking charge of $86.17, and we naturally lodged claim against 
ihe railroad for this amount and they now advise that the claim 
is declined on account of not having had an opportunity to 
rectify the error by making an immediate movement to Toledo 
ofthe car and further that they had no knowledge that we were 
any particular hurry for this car. They further state that 
ihe bill of lading contract does not call for movement at any 
batticular period of time nor for any particular emergency and 
that they are legally barred from making payment of this claim. 


It is our opinion that the claim should be paid by the rail- 
toad because if the car had been properly handled by the carrier 
ftom Detroit to Toledo, it would have arrived in time to avoid 
ur crippling our production department and we, therefore, 
Yould have avoided the trucking charge from Detroit to Toledo. 

€ commercial agent of delivering carrier knew how urgent it 
¥as that this car be at our plant on the night of November 3 
aid it was he who developed the fact that the car had been 
‘potted at the Detroit industry siding in error. 

We would appreciate your advice. 


, Answer: In Taunton Dye Works and Bleaching Co. vs. 
\Y.N. H. & H. R. R. Co., 42 I. C. C. 367, the Commission seems 
mn hold that a demand on the carrier to make the delivery con- 
“acted for in the bill of lading is essential to the recovery of 
‘tia expenses to which the shipper has been put, resulting 
tm the carrier’s error in the routing of a shipment, whereby 
“pment is tendered at a point other than that at which it 
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it should have been delivered under the shipper’s routing in- 
structions 

The carrier is, we believe, entitled to the option of forward- 
ing the goods by freight service to the point at which delivery 
has been contracted for in the bill of lading and subjecting itself 
to the liability for unreasonable delay from its erroneous han- 
dling of the shipment (Badger Lumber & Coal Co. vs. A. T. & 
S. F. Ry. Co., 156 I. C. C. 427), or of authorizing the draying of 
the goods by the consignee at its expense 

With respect to the probable liability of the carrier for delay 
to the shipment, the rule is that damage recoverable for delay 
in transportation must be such as might reasonably have been 
contemplated by the parties at the time the contract of carriage 
was made, and special damages (i. e., damages resulting from 
the shutting down of a plant), for delay are recoverable only 
in case the shippr, at or before the time he tendered the goods 
for shipment, informed the carrier of the special circumstances 
which rendered the prompt transportation and delivery of the 
goods at their destination necessary. 

To render effective the notice of special circumstances, it 
is essential that it be given at or before the time of making 
of the contract of shipment. A notice of the circumstances ren- 
dering prompt transportation necessary, given after the carrier 
has accepted the goods for transportation, does not affect the 
original contract and is not sufficient to fasten on the carrier a 
liability for special damages growing out of such circumstances 
on account of delay occurring during transportation. 

However, if it appears from the natture of the goods shipped, 
or from other circumstances, that the carrier ought to have 
known of the consequences which would follow from a delay 
in transportation, it is charged with notice of such circum- 
stances, although no actual notice was given. 


Tariff Interpretation—Application of Intermediate Rule at Point 
to Which Tariff Names Specific Rate but Restricted Routing 
via Specified Routes 


Ohio.—Question: Will you kindly let us have your opinion 
regarding the following: Jones’ Tariff 219A, I. C. C. 1534, names 
a fifth class rate of 19 cents from A to B, but “Individual Car- 
riers’ Exceptions to Application of Rates” in this tariff will not 
permit of routing in connection with delivering line, which we 
will designate as Y. We contend, therefore, there is no rate 
from A to B via Y. However, we have a rate from A to C and 
the exceptions do not restrict routing. In other words, we can 
route from A to C in connection with delivering line Y and, 
since we have no rate via Y from A to B, we feel we can make 
use of item 35 in the tariff under the heading “Rates Applying 
to Intermediate Stations.” We have the same rate from A to 
C as we have from A to B. 

Answer: The Commission has held that a specific rate re- 
moves the application of an intermediate rate. Standard Oil 
Co. vs. A. T. & S. F., 139 I. C. C. 239, as construed in Curtis 
Leather Co. vs. A. T. & S. F. Ry. Co., 151 I. C. C. 610, 612. Where 
a carrier provides for the non-application of a specific rate via 
a given route to a point of destination, we do not believe that 
a rate made by the use of an intermediate rule, which is not 
so restricted, can be applied, for the reason that the carrier by 
restricting the specific rate has signified its intention of not 
applying a rate in that tariff via that route 

The specific rate having removed the application of the in- 
termediate rule rate, the latter rate cannot be applied via a 
route over which the specific rate is restricted so as not to apply. 


Sales—F. O. B. Origin—Construction of Term in Contract of 
Sale 


California—Question: Will you kindly favor us with your 
opinion in connection with shipments purchased f. o. b. ship- 
ping point, i. e., shipments purchased f. o, b. point A, destined 
to point B, and damaged in transit. Assuming no liability rested 
with the carriers, we are wondering whether or not the shipper 
is responsible for the delivery of the merchandise in good order 
to the consignee. Or, in other words, the point is made that 
simply because a shipment is purchased f. o. b. origin does not 
necessarily mean that the merchandise belongs to the shipper 
while in transit. We would also appreciate your furnishing us 
with a citation or two in the event you have them available. 

Answer: There are numerous cases in which the question 
of the meaning of the term “f. o. b.” origin has been considered. 
See, for instance, Vogt vs. Sheinebeck (Wis.), 100 N. W. 820; 
Jurst vs. Altamont Mfg. Co. (Kan.), 85 Pac. 551; Lawson vs. 
Hobbs (Va.), 91 S. E. 750; National Gas Light & Fuel Co. vs. 
Bixby (Minn.), 51 N. W. 217, and Manganese Steel Safe Co. vs. 
First National Bank of Leola (S. D.), 125 N. W. 572. 

In the case first cited above the court said, on page 822: 


That is supported by authorities generally holding that a sale 
f. o. b. cars means that the subject of the sale is to be placed on 
ears for shipment without expense or act on the part of the buyer, 
and that as soon as so placed the title is to pass absolutely to the 
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BILLS OF LADING 


Low prices—guaranteed accuracy 
Effective date of new forms, December 31, 1931 


Standard sizes and forms 
Special sizes and arrangements 
Pads—Rolls—Fanfold—Flatpack 


Send Samples for Quotation 


NEW CANADIAN 
CUSTOMS INVOICES 


Forms “‘M’’ and “‘N”’ 


Two sizes, 814”x11” and 814” x 14”, to provide 
for any number of commodities, large or small. 


NEW CAR 
RECORD SHEETS 


Inbound—Outbound 


Made up by THE TRAFFIC WORLD after a 
careful study of requirements. Furnished com- 
plete with binders. Send for samples. 


OTHER FORMS IN STOCK: 


Standard Form Overcharge Claims 
Standard Form Loss and Damage 
Concealed Loss & Damage 

Shipper’s Form 

Consignee’s Form 
Car Order Forms 
Copy of Freight Bill 
Claim Tracer 
Bond of Indemnity 
Indemnity Agreement 
Express Claims Loss and Damage 
Claim Record 
Tracer and Notice of Claim 
Affidavit Concerning Weight & Quantity 
Affidavit Concerning Damage 
Affidavit Concerning Shortage 
Shipper’s Export Declaration 
I. C. C. Special Reparation Forms 
I. C. C. Rule 5 Reparation Statement 


A handy folder of samples, together with our 
price list, will be sent on request to any traffic 
man or purchasing agent. 


THE TRAFFIC WORLD 


418 South Market Street Chicago, Illinois 
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buyer, and the property be wholly at his risk, in the absence 
circumstances indicting retention of such control by the see any 
security for purchase money, by preserving the right of sto or as 
transit. Neimeyer L. Co. vs. Burlington R. Co. (Neb,) Teens 
670; Congdon vs: Kendall (Neb.), 73 N. W. 689; Capehart ys. pA: W 
F. i. Co. (Ala.), 16 So. 627; Sheffield F. Co. vs. Hull C. & C. Oo 7™&@ 
14 Sou. 672; aaoge Electrical Works vs. New York I. & w Co. (Ala), 
42 N. E. 147; Silberman vs. Clark, 96 N. Y. 522; Ex Parte Ros lL), 
China Clay Co., 11 Ch. Div. 560; Miller vs. Seaman, 35 Atl te 
Benjamin on Sales, Vol. i, Section 741; Elliott on Railroads” Sait! 
1425. All of such authorities declare that a “‘f. 0. b. cars” so aon 
indicate that the seller, without expense to the buyer, is to dei : 
the subject of the sale on cars ready to be taken out by the carriens 
that the term is not open to construction. Some hold that evig 
is admissible to show that the letters “f. 0. b.”’ as used in mereanmn 
contracts stand for the words “free on board;” but, generally oo 
ing, it is held that the: courts will take judicial notice that such { 
the meaning, and that the import of the words is too plain to cal] 
for or permit judicial construction. 


Limitation of Actions—Last Day Falling on Sunday or Holiday 


Illinois—Question: When does the three-year statute of 
limitation prescribed for filing of overcharge claims with the 
carrier expire if and when the last day of the three-year Period 
is a Sunday or legal holiday? 

Must the claim be filed with the carrier on the day preceding 
the Sunday or holiday or is an additional day of grace available 
by reason the fact that a Sunday or holiday intervened? 

Answer: We can locate no decision of the Commission jp 
which this point has been at issue. It is our opinion, however 
that, inasmuch as paragraph 3 of section 16 makes no provision 
concerning Sundays and legal holidays, they are to be counted 
in computing the limitation period the same as other days, it 
being a matter of legislative intent and not judicial construction 
as to whether the limitation period is extended to the following 
Monday or other business day in such case. 

Courts and commissions are generally permitted to formu 
late their own rules of practice, and quite generally where such 
rules provide for action by parties within a specified period of 
time Sundays and legal holidays are excluded. See, in this 
connection, rule 22 of Interstate Commerce Commission Rules 
of Practice. Where, however, the legislative branch of the gov. 
ernment has enacted regulations relating to the period of time 
in which a suit shall be brought or certain action be taken, the 
courts will add nothing to the statute. In other words, they 
do not treat statutory period fixed by legislative act as they do 
periods fixed by their own rules of practice and procedure, 

In Russell vs. Kniffin, 194 N. Y. S. 792, the question involved 
was whether the statutory period ending on Sunday, August 1, 
caused the action for damages to expire, or whether the time 
was extended to Monday, August 2, the day when the suit began 
with issuance of summons. The court said: 


The period of limitation of plaintiff’s cause of action, assuming 
it accrued on August 1, 1917, expired August 1, 1920. The day was 
Sunday and is not (by the statute computing periods) excluded in 
calculating time. 


In Bidwell vs. Sonoma Co. Transportation Co., 178 Pac. 723, 
the statute provides: 


The power of the court to pass on the motion (for new trial) 
shall expire within three months after the verdict * * *. If such 
motion is not determined within said three months the effect shall 
be a denial of the motion without further order of the court. 


In this case the end of the period fell on Sunday. Com 
plainants contended the court could still pass on the motion 
for a new trial on Monday foilowing. 

The court held that the words in the last sentence to the 
effect that if the court does not act within three months the 
motion will stand denied, effectively prevents it from adding 
another day to the three months’ period. In this connection 
note the words of paragraph (3), section 16 of the act, reading: 
“Actions * * * shall be begun within years, and 
not after,” and that the words “and not after” appear in all 
these clauses of paragraph (3). 

In Lowry vs. Stotts, 127 S. W. 789 (Ky.), the court said with 
reference to a statute providing that petitions in certain classes 
shall be filed “within 10 days after action by the board:” 


The time for filing the tition in these cases being fixed by 
statute, to exclude Sunday where it falls on the last day would & 
to extend the time allowed by the statute. This we cannot do. _. 
We cannot see how upon principle a distinction can be drawn 
tween a Sunday that falls at the end of the period and one that falls 
within the period, but not at the end. 


Likewise, in Standard vs. Thurmond, 151 S. W. 627 (Tex); 
it was held that merely because the last day of a four-year 
statutory period feH on Sunday the period was not extended, 
the statute making no provision therefor. 


In construing a federal statute, the courts, in Hermana v8. 
United States, 66 Fed. 721, said: 


Was the order given to the importers on February 6th in tims, 
or, in other words, was it within 10 days from January 26th? 
(Continued on page 1226) 
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| Twenty-Four Hours 
Each Day 


VEN frequent shippers of railroad 

freight rarely have more than a 
partial knowledge of the efficiency and 
speed of modern freight-train service. 
Often it issome unforeseenemergency that 
reveals how well the Wabash Railway 
is organized to meet sudden and urgent 
demands. 


Wabash freight offices, functioning night 
and day on all divisions, contribute 
heavily toward the elimination of traffic 
delays throughout the Central West. 
Shippers of perishables, especially, find 
their marketing problems greatly simpli- 
fied by the Diversion Bureau at St. Louis, 
which operates 24 hours a day. 


Continually in step with changing con- 
ditions of industrial life, all branches of 
the Wabash freight department are ex- 
amples of that progressive spirit which 
has been a tradition of the road for nearly 
a hundred years. 
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Doings of the Traffic Clubs 


oan 


Mary Legar, secretary to P. F. 
Eiland, general agent of the New York 
Central, is the new president of the 
Women’s Traffic Club of Birmingham, 
Alabama. She has been a member of 
the club since its organization in 1929, 
having served the first year as hostess 
and the second year as_ secretary. 
Other officers of the club are as follows: 
Miss Naomi Scott, of the National Coal 
and Coke Company, vice-president; 
Miss Ida Parker, of Hammond Iron 
Company, secretary; Mrs. Launa Chew, 
of the Frisco Railway, treasurer; board 
of directors, Miss Elsie Alverson, Mrs. 
Aileen Brice, Miss Henrietta Vogel, 
Miss Anna Pratt Stanfield, Mrs. Nellie 
McGowen, Mrs. Francis Colvin, and 
Miss Margaret Williamson. The club is 
now entering its third year and has 
forty members, representing industrial 
and transportation interests in Birmingham. 








T. B. Curtis, executive vice-president, Associated Traffic 
Clubs of America, was the speaker at a luncheon of the Memphis 
Traffic Club at the Hotel Gayoso May 11. 


A luncheon was held at the Adolphus Hotel May 11 by the 
Traffic Club of Dallas. There was a speaker and music. Golf 
tournament qualifying rounds closed May 10 and match play 
began May 11 for the club tournament. 


Subjects docketed for the regular luncheon of the Industrial 
Traffic Club of San Francisco at the Commercial Club May 12 
included the liability of consignor for freight charges, the resolu- 
tion of the Association of Railway Executives proposing an 
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increase in freight rates, and a number of other 
portation topics of interest. Current trang 
“Ever Widening Understanding” was the subject of 
speaker, the Reverend James P. DeWolfe, of §¢. And the 
Church, at a luncheon of the Traffic Club of Kansas City oan 
Baltimore Hotel May 11. The “1931 May Party” wags giv the 
the Baltimore May 15. 0 at 


The Toledo Transportation Club will hold a golf Outing a 
the Inverness Country Club May 18. sl 


Paul Fessler, President Minnesota Hospital Association ap; 
president-elect of the American Hospital Association, was r 
speaker at a luncheon of the Transportation Club of gt Pati 
at the Hotel Lowry May 12. Entertainment was Provided, 7 


Mayor A. J. Cermak, of Chicago, will address the Trafic 
Club of Chicago and guests at a luncheon at the Palmer Hoy, 
May 22. 5 


May 20 will be “Out of Town Night” with the Transport, 
tion Club of Evansville, when a dinner meeting will be give 
at the Vendome Hotel. E. M. Kelly, of the Big Four, will be th 
speaker, and there will be music. j 


Frank J. Armstrong, traffic manager, U. S. Radiator (. 
poration, will be the speaker at a meeting of the Motor Cit 
Club of Detroit at the Fort Shelby Hotel May 18. Music will 
provided by the Grand Trunk Orchestra. 


At a meeting of the Transportation Club of Decatur at th 
Hotel Orlando May 21, J. W. Kern, Jr., superintendent, Illinois 
Central, Clinton, Ill., will be the speaker. 


The second annual golf tournament of the Traffic Club o 
St. Joseph will be given at the East Hills Country Club Ma 
19, in conjunction with the regular meeting. Dinner will & 
served in the evening. 


“Educational Day” was observed by the Traffic Club of $ 


Louis at its weekly luncheon at the Jefferson Hotel May 1! 
H. G. Gerling, superintendent of schools, was the principal 
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counts 


Serving an industrial center of universal impor- 
tance—a logical route. Handling thousands of 
carload shipments for thousands of satisfied 


shippers. 


Strategically located to serve best. Efficiently 
managed, giving the maximum of personal 
service to its patrons. 


Honest endeavor and truthful salesmanship a 
feature policy of management. 


Allow it to serve you. 
Wm. Petersen, T. M. 
72 W. Adams St. 


Chicago, Illinois 
Telephone: State 0517 
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“THE BELT LINE 
Unites § Railroads and More Than 50 Steamer Lines 
for Unsurpassed Joint Service. 


The Norfolk-Portsmouth Belt Line Railway 
is declared by transportation experts to be 
one of the most valuable assets possessed 
by any port or city in this country. 


This switching road, thirty-six miles in 
length, is owned jointly by the eight trunk 
line railroads that serve the Port of Norfolk, 
but is independently operated. Through 
the medium of the Belt Line, all these rail- 
roads are made inter-connecting. The Belt 
Line also serves various steamship piers and 
numerous industrial plants. It provides 
quick interchange of traffic from one rail- 
road to another, and between railroads and 
steamships. 


IT SPEEDS TRAFFIC 


The importance of the Belt Line to traffic can hardly 
be over-estimated. Cargoes become carloads and 
carloads become cargoes with amazing speed. 
Switching charges on the Belt Line are included in 
the Norfolk line haul rates. In this day of keen 
competition, when the rapid movement of freight is 
of such high importance, the Belt Line is a vital 
factor. The Port of Norfolk is unique in the rapidity 
with which it can handle large volumes of traffic. 
Its climate allows maximum movement the year 
’round. 59 per cent of daylight hours are sunny. The 
channel is wide and deep. There are few fogs. The 
harbor is ice-free all year. The mean annual tem- 
perature is 59.4 degrees. Ships and cargoes move 
swiftly and safely. Hampton Roads Coal Piers hold 
the world’s record for speed. In addition to frequent 
and regular sailings to practically all parts of the 
world, the Port of Norfolk is served with express 
steamer-service at freight rates to Washington, 
Baltimore, Philadelphia, New York, New England, 
and North Carolina, and Virginia. 


Manufacturers and shippers who realize that goods 
in transit pay no profit, should learn in detail how 
the Port of Norfolk can speed their freight to and 
from the ports of the world. Ask how Norfolk can 
serve you. 


NORFOLK PORT-TRAFFIC 
COMMISSION 


Norfolk, Virginia 


fiP— J PORT NORFOLK 


WHERE CLIME AND TIDE WAIT ON MAN 
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Write for illustrated booklet and further 
information on the Port of Norfolk 
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speaker. He was accompanied by Assistant Superintendent Be 
Shackelford, 32 students, and four teachers in the public sch Ay 
A golf tournament will be given at North Hills May 19, —_ 





The monthly dinner meeting of the York Traffic Club w 
held at the Hotel Yorktowne May 14. Samuel S. Lewis st re 
secretary of highways, spoke on “Pennsylvania State Highwan: 





Proposed changes in by-laws will be voted on at a dinner 
meeting of the Transportation Club of Louisville at the Brow, 
Hotel May 26. ' 





At a dinner at the Highland Park Country Club May 18 th 
Birmingham Traffic and Transportation Club will be host re 
some thirty-five Illinois Central officials, including President 
Downs, and sixteen Central of Georgia officials, including Pregj. 
dent Clift. President Downs will speak at the dinner, whic; 
will be followed by bridge and dancing. 





The Traffic Club of the Manufacturers’ Association of Lan- 
caster will hold its annual banquet May 18 at the General Sutter 
Hotel, Lititz, Pa. A special program has been arranged and a 
large attendance is expected. Representatives of all the gi 
ferent inland transportation agencies will be present, it is stated 
The speaker will be P. B. Sturgis, special assistant to the yice. 
president of Transcontinental-Western Air. A feature will be 
the tricks and magic by the “Masked Marvel.” Music will he 
furnished by the Reading Railroad “Black Diamond” orchestra 
Officers will be elected. 





The bowling league of the Junior Traffic Club of St, Louis 
held its annual banquet at the Mark Twain Hotel May 11. Dip. 
ner was served and prizes were awarded, concluding the 1930.3) 
season. 





June 16 has been set as the date for the annual picnic of 
the Traffic Club of Minneapolis. The golf tournament originally 
scheduled for May 5 was postponed to May 12. 





Prominent transportation and industrial officials of Maine 
will be guests of the Traffic Club of New England at a meeting 
at the Copley-Plaza, Boston, May 19. The occasion has been 
designated “State of Maine Night.” Edward E. Chase, chairman 
of the Maine section of the New England Governors’ Railroad 
Committee, will be the speaker. Dinner will be served. 





” “ry was played at Westlinks by the Traffic Club of Wichita 
May 14. 





The monthly dinner of the Transportation Club of Des 
Moines will be given at the Hotel Kirkwood May 18. Charles 
W. Lyons, attorney, will be the speaker. There will be no 
entertainment. 





The Wyoming Valley Traffic Club was formed at a luncheon 
at the Hotel Sterling, Wilks-Barre, Pa., May 6. There was al 
attendance of forty-nine at the luncheon and a total of seventy: 
five are reported to have become members. The territory rep- 
resented by the membership covers Luzerne county, extending 
north to the Pennsylvania state line. L. J. Writter, district 
traffic manager, F. W. Woolworth Company, was elected presi 
dent. Other officers elected follow: Vice-president, C. E. Hip 
pensteel, traffic manager, Hazard Insulated Works; secretary: 
treasurer, James U. Nichols, industrial secretary, Wyoming Val: 
ley Chamber of Commerce; directors, Edward Preston, trafic 
manager, Vulcan Iron Works; Louis Gilbert, general superit- 
tendent, Wilkes-Barre Can Company; J. P. McDonald, division 
freight agent, Lehigh Valley, and F. J. Whitting, commercial 
agent, Central of New Jersey. 





Personal Notes 





Roy E. Carter has been appointed commercial agent, Lot 
isiana & Arkansas, the Louisiana, Arkansas & Texas, and the 
Mississippi Central, at Houston, Tex. 4 

C. D. Morris, Chicago, representing the Western Railways 
Committee on Public Relations, spoke on the public interest in 
the railway system at the annual journalism day exercises # 
Parsons College, Fairfield, Ia., May 15. 

D. F. Kirkpatrick has been appointed traffic manager 

Inaugurating a comprehensive program of education, the 
managing director, Howard L. Stillwell, of the Export Fibre 
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Do You Know 
These Men? 











































They are the Houston Port 
Representatives in your 
territory and are chosen 
for their thorough knowl- 
edge of their business. 









They'll make your 
troubles their own. 
Just call them for 
any help you need. 








DIRECTOR OF THE PORT 


Fifth Floor, Courthouse 
HOUSTON .. . . TEXAS | 
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board Case Association, is en route to Europe to visit 
France, Germany, and other countries. 

Georgia and Florida Railroad, with headquarters at 
Ga. The position of assistant 
abolished. 

F. H. Connelly has been appointed general frej 
New England Steamship Company, at New York. 

The Past Presidents’ Passenger Association, a nation, 
organization of railroad passenger officials who have headed as 
president, some transportation group, held its annua] Meeting 
and banquet May 9 at the Cairo Hotel, Washington, p, e.. With 
James T. Howard, general manager of the T. F. Schneider Prop, 
erties, of Washington, as host. Following the business Session 
in the afternoon, the annual banquet was held with Ferd D 
Hammer, of Detroit, as toastmaster. F. D. Hammer, of Detro;; 
assistant general passenger agent, ‘Wabash, was elected presi. 
dent, succeeding John Buch, of Philadelphia, assistant general 
passenger agent, Reading. Other officers elected were: ¢. p 
Gorley, of Boston, general agent, Boston and Maine, Vice-presi. 
dent; W. G. Cooper, traveling passenger agent, Canadian Pacig, 
secretary, and J. L. Homer, of New York, past president of the 
General Eastern Passenger Service, New York City, and 
assistant general passenger agent, D. L. & W., treasurer. 

W. Scott Burton, foreign freight traffic manager, Wester 
Maryland, sailed on the steamship Transylvania May 9 for ap 
extended business trip through various European countries, jp 
connection with the foreign traffic of the Western Marylang 


Englang 


August; 
traffic manager has “dt 


Sht agent, 


SOUTHWESTERN I. T. L. MEETING 


A general membership meeting of the Southwestern Indus. 
trial Traffic League will be held at the Herring Hotel, Amarillo 
Tex., May 21. The date was set so that members might attend 
the meeting of the Southwest Shippers’ Advisory Board, as well 
according to the announcement, the board meeting being held a 
Amarillo May 21 and 22. A number of important matters ar 
on the docket of the league. 


RAIL WAGE STATISTICS 


Class I railways reported a total of 1,316,494 employes as 
of the middle of February and total compensation for the month 
of $175,818,130, according to the bureau of statistics of the 
Commission. Compared with the returns for February last year 
the returns this year showed a decrease of 227,823, or 14.7 
per cent in the number of employes and a decrease in com: 
pensation of $37,380,485, or 17.53 per cent. In January this 
year the number of employes reported was 1,333,820 and the 
total compensation, $190,637,952. 


QUESTIONS AND ANSWERS 


(Continued from page 1220) 
answer depends on whether or not the court can consider Sunday 2 
dies non (no day at all for legal purposes) and include Monday within 
the 10 days. The analogy to the practice of the law courts cannot 
be considered in determining this question. As a matter of fact 
Monday was not within the 10 days. 


Also, in Shefer vs. Magone, Collector of Customs, 47 Fed. 
872, the statute provided: 


If the owner, importer, or consignee of imported merchandise le 
dissatisfied with the collector’s decision as to the rate and amount 
of duties to be paid thereon, he shall, within 10 days after the asctl- 
tainment and liquidation of the duties by the proper officers of th 
customs, give notice in writing to the collector, etc. 


The court said: 


The statute fixes the time within which the importer must ser¢ 
his protest. There is no statute extending this time, or provision that. 
if the last day within which the importer is allowed to serve his 
protest shall fall upon a Sunday, service thereof may be made up0! 
the following Monday. Congress has undertaken to regulate the whole 
subject in Section 2931, and its legislation is necessarily exclusive, 

The weight of authority upon this question seems to be the 
in computing the time within which an act required by 4 ew 
must be done, if the last day falls on Sunday, it cannot be exclude 
and the act done on the Monday following, unless there 1s some 
statute providing that the Sunday should be excluded from ™ 
computation. " 

In the law regulating bankruptcy proceedings, Congress has Pr 
vided that in the computation of time limited by such laws, oF ° 
orders of court thereunder, the last day shall be excluded when -¥ 
day falls on Sunday, Christmas day, etc. If they had intended 
similar rule to apply to the filing of protest (under this import statute’ 
they should have said so, and in the absence of such statutory P 
visions, the usual rule’ must apply. 


Routing and Misrouting—Conflict Between Rate and Route '" 
. Bill of Lading 
Indiana.—Question: Referring to your answer to “Indiane. 
on page 1034 of the April 25 issue of The Traffic World, gore 
the above caption, the rate shown in the bill of lading was ©" 
posed to have been the through rate, point of origin of the 
to final destination of the product. as 
In your answer you have conveyed the impression that 
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w Ship to MEXICO 
“pe BY STEAMER 
= “Nom Western” Fast Weekly Service 
Prop. 
a Phew eae New York to VERA CRUZ and TAMPICO 
dD rings to Shippers and Receivers a Through Bills of Lading to all points on the Mex 
ot NEW, IMPROVED SERVICE Railway or National alongs —<_ 
reral (for Merchandise Shipments) Regular Service from New York to PROGRESO and PUERTO MEXICO 
» F ‘ 
res | WELLS STREET FREIGHT STATION Wry A ; 
o (Merchandise Mart) ' 
a Wells, Kinzie & Ferry Streets New York and Cuba Mail S. S. Co. 
HICAGO, ILL. 
tern _ < — 4 ne ena ; Foot of Wall Street Hy 
r an h s Street Freight Station, icago, is : 
;, in hae pone Ro a world’s largest building. ts’ ideal a a oy 
land location makes it easily accessible from all parts of 


the city. Has 2,350 feet of steel enclosed inbound 
and outbound platforms, with ample teamway space 
dus. for deliveries and pick-ups. 


ilo, Briefly, Chicago’s new Freight Station is equipped to 
render a fast, efficient and economical service. 


For full information ask any 
. & N. W. Representative 


Ship and Travel via 


CHICAGO & WY) 1442 
ORTH WESTERN 
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the best of everything in the best of the west- RAILWAY 








ON: 
this 
the 





Fast Freight Service : Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 













‘hin 


From Veracruz to: 
Mexico City - - 23 hours 
Pachuca: - 23 hours 
Puebla - - 20 hours 


From Tampico to: 
Mexico City - - 47 hours 
Pachuca- - - - 47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 





Weekly services: New York (Ward Line) 
New Orleans (Cuyamel Line—American 
Fruit & Steamship Corporation.) EP F.N. Puente, Gen. Ag F. C. Lona, Gen. Agt 
er ists Penn scilding dn 4 


441 Monadnock Bidg. Room 1520 
1p Through bills of lading issued by New York City San Francisco, Calif. Two-O-One North 7“ Bidg. 
iD st ; $ : 2 ; Chicago, III. 
eamship lines to all destinations A. Horcasitas, or Ag: F Alatorre, Com. 


For complete information, communicate with 


° e e g. V. H. Moscosso, Com. . 
ontheNationalRailwaysof Mexico ‘'* Nhirey Bank | waa ny me RoomA-21,Railwa Each Bids. 
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This Book 
is Free! 


Write today 
for 0 
your copy. ur Sales 
ON te an 
AWA 
Pub. 
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Cut Distribution Costs By Using 


AWA Warehouses for 


Branch Houses! 


OCA COLA does it. . . andsocan you! M. M. 

Emmert, traffic manager of the Coca-Cola Com- 
pany, says: ‘‘Inthe distribution of syrup to serve more 
than nine million drinks of Coca-Cola daily, the public 
warehouse plays an important part. We use public ware- 
houses throughout the country—and find that their service 
improves our distribution and lowers our distribution cost.” 


Merchandise warehouses operated by members of the 
American Warehousemen’s Association are located in 
every distribution center of importance—ready to furnish 
all necessary facilities and services required for the 
strategic spot-stock distribution of raw materials, manu- 
factured articles and service parts of every kind. 


The flexibility of such a distribution system is almost 
unlimited. You can use as many warehouses as your bus- 
iness requires. . . in two Cities, in twenty Cities, or in a 
hundred cities! Costs are based on the number of units 
of your goods that are handled. You have little or no 
overhead if business is dull and very few shipments are 
moving through the warehouses... and whether business 
is dull or brisk you pay only on a “‘piece work basis’ 
for goods actually stored or distributed by AWA ware- 
houses. Such flexibility in controlling costs enables you 
to expand your business without risk, and to make im- 
portant savings by using our warehouses instead of op- 
erating your own branches at a fixed overhead. 

Full details of the AWA Plan are described in our 
32-page booklet, sent free on request. 


AMERICAN 
WAREHOUSEMEN’S 
ASSOCIATION 


1910 Adams-Franktlin Bldg., Chicago, Ill. 


Vol. XLVII, No , 
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carrier was liable for misrouting. Have you not Overlooked 

fact that an illegal rate was shown in the bill of lading {. . 
figure which did not represent any effective rate vig any mts 
As a matter of fact, the rate shown in the Dill of lading me 
194% cents, whereas the lowest rate the carrier had jp elfen 
via any route was 20% cents. eet 

We contend that since the figure inserted in the Dill of 
lading did not represent any rate whatsover via any route, oy; ; 
to destination, that the bill of lading in effect carrjeg only 4 
route and that it was the carrier’s duty to forward the Rene 
via that route at the applicable rate. If this is not trye then 
any shipper could at any time tender a bill of lading tog Cartier 
with the desired routing inserted thereon and at the game time 
insert any figure he chose to represent a rate. 

We will appreciate your further views on this subject, 

Answer: We were under the impression that the “jlo, 
rate” to which reference is made in the question was the rate 
via carrier A to destination and switch delivery by carrier B, in 
which event there was a conflict between the rate and routs 
within the principle of the decision in the Altitude Petroleyy 
Co. case, 118 I. C. C. 572, cited in our answer. 

However, even though the rate shown in a bill of lading j; 
not applicable via any route to which the initial carrier specified 
in the routing instructions in the bill of lading is a party y 
there is a route to which the initial carrier is a party via whic 
route the rate is lower than via the route specified in the }jj 
of ladng, it is the duty of the initial carrier to, under the gj 
cision in St. Louis Cooperage Co. vs. B. & O., 155 I. C. C. 1, ani 
161 I. C. C. 258, forward the shipment via the route over whic, 
the lower rate applies. 

We were also under the impression that the rate shown jp 
the bill of lading was the rate from the transit point or th 
balance out of the transit point of the through rate from point 
of origin to final destination. 

However, regardless of what the figure represented, it is 
our opinion that, under the principle of the decision in the ¢¢, 
Louis Cooperage Co. case, the shipment was misrouted in that 
it was not forwarded from the transit point via the cheapest 
route to which carrier A was a party. 


Tariff Interpretation—Scrap Iron 


West Virginia.—Question: July 10, 1929, a customer r. 
turned to us from Canada a scrap casting which cracked in 
service. This casting when received at our plant was broke 
up and remelted in our open hearth furnace. 

Carriers collected freight on basis of fifth class rate. We 
filed claim, contending that this casting was scrap and shoili 
be accorded sixth class, the rating on scrap steel for remelting 
purposes. 

This casting was shown on the bill of lading as “1 Defer. 
tive Steel Hydraulic Press Platen,” weight 68,700 pounds. Car 
rier has rejected claim, stating that “the Official Classification 
Committee has ruled that the scrap iron rate cannot be pro 
tected unless the original bill of lading contains the words 
‘having value for remelting purposes only.’”. They further state 
that “Carriers handling shipment assumed the responsibility for 
transportation as hydraulic press platens and therefore mus 
protect the rate applicable on that commodity.” 

As the bill of lading contained the word “defective” aul 
as the casting was cracked when returned, making it useless 
for the purpose for which it was made, and being cracked was 
returned in a different form than when originally shipped, and 
as this casting was actually remelted we contend that the scra) 
rate should apply. 

Please cite Commission decisions that would support ou 
contention. 


Answer: In Harris Brothers vs. Director-General, 60 I. C.¢. 
428, the Commission held that the description of a commodity 
by the shipper in a bill of lading does not conclusively dete 
mine the rate to be applied on the shipment, and that it cal be 
shown that the shipments were something other than described 
in the bill of lading. 

However, under the decision of the Commission in Souther 
Scrap Material Co. vs. N. O. G. N. R. Co., 159 I. C. C. 266, the 
application of the scrap iron rate on the shipment in questlo 
is dependent upon whether the article conformed to the requité 
ments of the provisions of the tariff which published the - 
on scrap iron between the points from and to which the yr" 
moved. In the above case the Commission, on page 268, sat 


Although in Ship Supply Co. vs. L. & N. R. R. Co., 139 1 Ct 
110, upon which case complainant relies, division 3 found that ager 
used rails were scrap iron, that finding was made in connection to 
a differently described item than that which is here conside pur 
wit, “scraps or pieces of iron or steel having value for remeks in 
poses only.” This latter exact tariff description was cons! oe di- 
Hyman-Michaels Co. vs. N. & W. Ry. Co., 126 I. C. C. 19, @ 
vision 1, at page 196 said: in descti” 

“It is well settled that to come within the above tariff ve must 
tion the articles may not be shipped in their original form, der thet 
be reduced to fragments, scraps, or pieces so as to ren 
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Write today for 

“Guide to Better 
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or for an actual dem- 
onstration which will be 
made without the slight- 
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SIGNODE STEEL STRAPPING CO. 


2613 N. Western Ave., Chicago, IIl., U. S. A. 
Offices in Principal Cities 
Canadian Steel Strapping Co., Ltd., Montreal, Quebec 


SIGNODE 


dhe Sealed Tensional Strapping 


We also furnish round wire tensional reinforcements, all forms 
of nailed-on strapping, automatic wire tying machines, pail clasps, 
clutch nails, tag fasteners, etc. Write for general catalog. 
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NEW YORK TO OR FROM 


ALIFORNIA 


3 NEW ELECTRIC LINERS i 3 


S.S. CALIFORNIA S.S. VIRGINIA 
S.S. PENNSYLVANIA 


Itinerary: New York-Havana- Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 18 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
automobiles uncrated as baggage. 


Proposed Sailing Dates 
Westbound Eastbound 
from New York SromSanFrancisco—*Los Angeles 
Virginia . . May 30;July 11 California May 30; July 18 
Pennsylvania June 13; July 25 Virginia . . June 20;Aug. 1 
California . June 27;Aug. 8 Pennsylvania July 4; Aug. 15 
and fortnightly thereafter 
*from Los Angeles 2nd day following 


fonama facifie fine 


* ALL NEW STEAMERS * 
INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, New York City 1Broadway, New York City 
(West 28rd St.) Tel. CHelsea 3-6760 Tel. Digby 4-5800 
Chicago, 180 N. Miehigan Ave. Boston, 84 State St. 
Philadelphia, Public Ledger Bldg. Baltimore, Chamber of Commerce Bldg. 
San Francisco, 311 California St. Los Angeles. Central Bldg. 





ALL 33,000 TONS IN SIZE 


How? By availing yourself of the 
unusual facilities of this modern 
warehouse. From this point your 
goods ean be delivered to your 
customer in Manhattan within 
an hour ... as far as Albany or 
Boston within 24 hours! It puts 
your goods in easy reach of New 
York City. Brooklyn, Long Island, 
Westchester County, Hudson 


River Valley, New Jersey, 





Connecticut, Rhode Island, and 


Southern Massachusetts. 
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New Cushioned Unit™ 
Packing Method 


Cuts 


Damage Claims 


Less Than 1/1000% 


te newest carload packing development—the 
“cushioned unit’ principle—has made astonish- 
ing reductions in breakage during the past few 
months. One of the largest carload shippers in the 
country has reduced damage claims to less than 
1/1000 of 1%! Yet to apply this new principle 
is simplicity itself. The load is simply broken up 
into several units, each cushioned completely with 
Buffing Excelsior—and the car is ready for damage- 
free shipment! The cost? Actually less than the 
usual methods of bracing, etc. 


Ship Your Next Carload 
The ‘‘Cushioned Unit’? Way 


—at our expense 


Every traffic manager interested in reducing damage 
to a minimum should be thoroughly acquainted with 
this unusual method of carload shipping. A trial 
on an early carload will provide a convincing 
demonstration. Write for further details. 


MERICAN 
EXCELSIOR 


GENERAL OFFICES 
1000-1016 N. Halsted St., Chicago, Ill. 


OTHER PRODUCTS 


Excelsior Pads—The original “‘tight pack’’ that absorbs the shocks. 


~~ Wrappers—Used successfully for 40 years by the world’s largest 
ottlers. 


Excelsior in Bales—Clean and sanitary, right from the forest. 
Wood Wool—Extra fine from Northern Basswood. 


 Bulifing 
| De EY RT AID 


for the new “cushioned unit’ packing method 
—available from 17 shipping points 
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useless for any purpose other than sens. It is the Nature 

article shipped, not the price at which it is sold, the use t, 
it is put, or the commercial demand, that determines whethonct 
rate on scrap iron and steel applied. Alaska Junk Co. ys, g p the 
Ry. Co., 98 I. C. C. 551; Simon vs. 8. Ry. Co., 102 1.'C. ‘c¢-'3¢:.&8 
Richmond Radiator Co. vs. C. & N. W. Ry. Co., 115 1... 74g" *M 


Demurrage—Free Time on Shipments Partly Unloadeg and 
Reforwarded as New Shipments 


Minnesota.—Question: We would like your opinion op th 
following: : 

A carload of a certain commodity is billed from 4, jp one 
state, to B, in a different state. On arrival at B, the consign 
pays freight charges covering the movement from A to B. (yy, 
signee partly unloaded the car and rebilled the balance Temain. 
ing in the car on a new Dill of lading to C. The question po, 
is, how much free time is allowed at B? 

Some contend that since the bulk was broken and frejgh; 
charges were paid at B, the movement A to B is one shipmey;, 
and the movement B to C is a complete and separate shipmey 
and that consignee at point B is entitled to 48 hours’ free tin, 
unloading and an additional 48 hours’ free time for loading jy 
connection with the movement from B to C. : 

Carriers, however, contend that consignee at B jis entitled 
to only 24 hours’ free time. Carriers base their contention 9 
the Uniform Demurrage Tariff 4-K, rule 2, section B, paragraph 4 

Answer: From what is said by the Commission on pag 
238 of its report in Chestnutt Lumber Co. vs. Director-Generg) 
89 I. C. C. 236, it seems apparent that the provisions of sectio, 
B-4 of rule 2 of the Uniform Demurrage Tariff are applicabj. 
to the movement in question. The Commission said: ] 


The demurrage charges here in issue were assessed under section 
B of Rule 2 of the uniform code providing that 24 hours’ free tim 
instead of the 48 hours permitted in Section A will be allowed when 
cars are held for reconsignment, diversion, or reshipment. To such 
movements as have been shown above to have been reshipments rather 
than new shipments, the demurrage charges were applicable. Rue 
2, section B, also provides that when a car held for unloading is 
partly unloaded and partly reloaded, 48 hours’ free time will be allowed 
for the entire transaction. This provision was applicable to cars 
which moved outbound with substituted lading. 


In this case the Commission applied the provisions of par: 
graph B-4 of rule 2 to what is termed as “New Shipments’ 
which are handled in the same manner as that in the instant 
case, the only difference being, as we see it, that the cars were 
partly reloaded in addition to being partly unloaded. 


Docket of the Commission 


NOTE—Items in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign 
ments now on the Commission’s docket of dates later than hertin 
shown will not bear asterisks when they do appear. Cancellation 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


May 18—Argument at Washington, D. C.: 
23669—Standard Fuel & Supply Co. et al. vs. N. & W. Ry. 
23729—Tennessee Extract Corp. et al. vs. L. & N. R. R. et al 
24109—W. W. Mooney & Sons, Inc., vs. L. & N. R. R. et al. 
Finance No. 8326—Application C. & O. Ry. for authority to abandon 
a line of railroad in Montgomery and Menifee counties, Ky. 
23661—Railroad Commission of isconsin vs. A. A. R. R. et al. 


May 18—Washington, D. C.—Examiner Wilkinson: 
Finance No. 3874—Excess income of Okmulgee Northern Ry. 


May 18—Tulsa, Okla.—Examiner Johnson: 
24239 (and Subs. 1 to 4, incl.)—Auto Gas & Supply Co. et al. v8 
A. T. & 6. ¥. By. of al. 


May 18—St. Paul, Minn.—Examiners Hagerty and Crowley: 
1. & S. 3587—Switching at St. Paul, Minn. 


May 19—Argument at Washington, D. C.: ¢ 
20674—Sub. 10—Farmers’ & Merchants’ Cooperative Oil Co. ¥ 
M. St. P. & P. R. R. et al. (and cases grouped therewith). Bl 
— —- Sub. 1)—Batesville White Lime Co. et al. vs. C 
y. et al. 
22962—J. A. Smith et al. vs. St. L. S. W. Ry. et al. 
22986—Choctaw Transportation Co. vs. C. & E. I. Ry. etal. 
23749—Flandreau Service Station, Inc., vs. A. T. & S. F. Ry. nd 
Finance No. 8354—Application D. & R. G. W. R. R. for author” 
to abandon a branch line of railroad in Taos and Rio Am 
Counties, N. M 


May 20—Washington, D. C.—Examiner Davis: na 
* Finance No. 8797—Joint application of Bell Telephone Co. of —_ 
and Leatherwood Telephone Co. for certificate that the acquit 
by the former of certain properties of the latter company * 
the acquisition by the latter company of certain propertite Pe 
the Bell Tel. Co. of Pa. will be of advantage to the persons © 
whom service is to be rendered and in the public interest. 
May 20—Harlingen, Tex.—Examiner Jonnson: territor’ 
1. & S. 3580—Loading rules on vegetables in southwestern te ; 
May 20—Mobile, Ala.—Examiners Bardwell and Maidens: 
24158—McPhillips Mfg. Co. et al. vs. A. G. S. R. R. et al. 
May 20—Minneapolis, Minn.—Examiners Hagerty and Crowley: 
23954—-Consumers’ Home Oil Co. vs. N. P. Ry. : Ry 
24247 (and Sub. 1)—Quality Gas & Oil Co. et al. vs. N. P. BY. 
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_ HARRY C. AMES 
ATTORNEY AT LAW 
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THOMAS L. PHILIPS WARREN H. WAGNER 
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TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, MISSOURI 
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Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc 
27-29 Water Street, New York, U.S. A. 


Boston Office: 
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SERVICE 
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May 20—Argument at Washington, D. C.: 
23307—Frank Brenner et al. vs. A. & Y. Ry. et al. 
23503—Gentile Bros. Co. vs. Ry. Exp. Agency, Inc. 
23582—William Volker, doing business as William Volker & Co., 
vs. A. T. & S. F. Ry. et al. 
May 21—Washington, D. C.—Examiner Disque: 
24348—Elkhorn Collieries Corp. vs. L. & N. R. R. et al. 
May 21—Minneapolis, Minn.—Examiners Hagerty and _ 
24314—G. C. Beckwith Co. vs. C. M. St. P. & P. R. 


21—Argument at Washington, D. C.: 

043—Russell Fortune, Inc., et al. vs. B. & O. R. R. et al. 
33058—Central Veneer Co. et al. vs. A. C. & Y. Ry. et al. 
23642—National Veneer & Lumber Co., Inc., ve. Pa. KR. HK. ot al. 


May 22—Pensacola, Fla.—Examiners Bardwell and Maidens: 
24025—Pensacola Creosoting Co. vs. A. T. & S. F. Ry. et al. 
"2s oo freament at Washington, D. C.: 
‘W. H. Schneider, trading as J. H. Schneider & Co., vs. A. 
L R, B St ai. 
22°81 (and Sub. 1 to 35, inclusive)—W. C. Crenshaw, trading as 
W. C. Crenshaw & Co., vs. C. & G. C. Ry. et al. (and cases 
car therewith). 
23—Argument at Washington, D. - 
23347 (and Subs. 1 and Be cewisk.- Balke-Collender Co. et al. 
vi. DD. LL. & W. BR. BR. ot al. 
May 25—Argument at Washington, D. C.: 
Finance No. 7707—Northern Pacific Ry. construction. 


May we Ala.—Examiners Bardwell and Maidens: 
|. & S. 3575—Cordwood and Pulpwood between points in Alabama. 


May 25— Washington, D. C.—Examiner Disque: 
24206—E. M. Leonard & Co., Inc., et al. vs. F. E. C. Ry. et al. 


May 25—Cincinnati, O.—Examiners Snider & Naefe: 
24249—Gentile Bros. Agency vs. A. C. L. R. R. et al. 
24251—Gentile Bros. Agency vs. A. C. L. R. R. et al. 

May 25—Chicago, Ill—Examiners Hagerty & Crowley: 
24116—Egyptian Tie & Timber Co. vs. St. L.-S. F. Ry. et al. 
24186—Simplex Paper Corp. vs. C. C. C. & St. L. Ry. et al. 


May 25—Washington, D. C.—Examiner Kephart: 
Finance No. 3776—Excess income of Johnstown & Stony Creek R. R. 
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May 25—Phoenix, Ariz.—Examiner Johnson: 
24229 (and Subs. 1 to 3)—Clear Creek Cattle Co. et al y 
& S. F. Ry. et al. . AT, 
oe E. Pollock Investment Co. et al. vs. A, T. @ 8. F, Ry. 


eh _ Packing Co. vs. A. T. & S. F. Ry. et al, 


May 25—Washington, D. C.—Commissioner Tate and Examiner 
24092—In the matter of proposed changes in rates and Te 
affecting fourth-class mail matter. 


May 26—Cincinnati, O.—Examiners —" & ‘x 
24091—E. Kahn’s Sons Co. et al. vs. B. & O. R. R. et al, 


mp Washneien Bo; aera” Bt 
our ection Ppl ication No. » file y W. S. 
Galligan and B. T. Jones, agents. Curlett, ¢, W. 


May 26—Chicago, Il. pa cer Bt we gd and Crowley: 
24351—Armour & Co. vs. A. T. & S. F. Ry. et al. 


May 27—Washington, D. C. —Examiner Glover: 
Fourth Section Application No. 14346, of Agent F. A. Leland, 


May 27—Chicago, Ill._—Examiners Hagerty and Crowley: 
24321—Burning Oil Distributors’ Assn. et al. vs. A. & S. Ry, et al 


May 28—Bedford, Ind.—Examiner Snider and Naefe: 
23038—Cut Stone Contractors’ Assn. of Chicago et al, vs. C. I 
1. & & 3580 Stone f Bedford, Ind., distri Phe 
° one from Bedfor n strict to Ch 
related points. cago, TIL, and 


May 28—Los Angeles, Calif.—Examiner fa wy 
24331_Globe Grain & Milling Co. vs. A. T. & a F. Ry. et al, 
24220—Canada Dry Western Sales, sy vs. I. H. B. R. R. et al, 


May 28—Birmingham, Ala.—Examiners man and Maidens: 
24322—Birmingham Ice & Cold Storage Co. vs. C. & N. W. Ry. et a 
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KEEP A COMPLETE RECORD OF YOUR CARS on these in- 
proved car record sheets. One for inbound shipments, one for out 
bound. Date ordered, kind, length, placed, car furnished, released, 
commodity, weight, consignee, destination, routing, pro. no., freight 
paid, service, average agreement. Send for samples and descri tion 
of binder. The Traffic World, 418 South Market St., Chicago, Ill. 








STEAMER 





BALTIMORE} NORFOLK |CHARLESTON 


- 








SAN GABRIEL...... May 16 May 18 May 21 
WILLBORO......... May 28 May 30 June 2 
WILLPOLO ......... June 8 June 10 June 13 
WILLFARO........... June 13 June 21 June 24 
WILLZIPO ........... July 1 July 3 July 6 


Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates ef sailings and other information apply te 


WILLIAMS STEAMSHIP CORPORATION 


8 Bridge Street, New York. Telephones: Whitehall f 4-5853 


4-5854 
BALTIMORE, MD. PITTSBURGH, PA. NORFOLK, VA. 
109 East Redwood St. Oliver Bldg. Law Bidg. 
Phone; PLAZA 7377 Phone; ATLANTIC. 1432 Phone; NORFOLK 21265 
CHARLESTON, S. C. CINCINNATI, OHIO 
9 Middle Atlantic Whf. Dixie Terminal Bldg. 
Phone; 4460 Phone; MAIN 1181 


And at our Branch Offices at ports ef call, etc. 














FOR CARLOAD 
SHIPPERS 


Get this informative booklet for your 

shipping department, free. Chock- 
full of valuable data, with many illus- 
trations and charts showing the Acme 
method of bracing carload freight for 
many kinds of manufactured products. 
It presents the complete story of Acme 
UNIT-LOAD, showing how it prevents 
damage and brings a real shipping 
economies. 


No obligation. Write today. 49 


ACME STEEL COMPANY 


General Offices, 2832-40 Archer Avenue 


CHICAGO, ILLINOIS 













































































